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The problem. 


The big-bore vertical twin is an ideal superbike 
engine. Almost. It has tremendous 
torque over a wide power range — 
| plus a low center of gravity and 
anarrow profile that lets it sit deep 
in the frame. This gives the bike 
itself a doubly low center of 
gravity, and results in the kind of 
road handling that has made 
Norton famous. But the 
vertical twin has an impolite 
| habit. Vibration. 





The solution. 
Norton invented (and patented) 
the Isolastic System of motorcycle 
construction to cope with vibration. 
| The key to the system lies in the 
design of the engine mounting devices : - : 
| —like the front visi den demon 47 First the engine and drive 
| illustrated. A wide cylindrical |: EE ‘rain (including swing arm and 

housing is attached to the engine. y rear wheel) are coupled together 


Through this runs a long steel tube that : .. into one unit. This sub-assembly _ 
bolts to the frame. Between tube and is then joined to the main frame by three Isolastic 
housing are four rubber bushings, the mounts laid out in a triangle, one each at | 
outer two of a soft composition to the front, the rear, and the top. This triangulation 
absorb the vibration, the inner two limits movement of the entire sub-assembly to a single 


somewhat smaller and harder, to prevent _ SS plane, the exact same plane as the track of the 
extreme movements. The device is TJ x mm bike. Thus the wheels always track true, so 
capped at both ends to an overall tolerance Dy the bikes handling stays true. And 

of .010", thus limiting lateral (side-to-side) VT aA Norton alone combines race-bred road 
movement. As a result, the Isolastic A ae handling with a super smooth ride. 
engine mount restricts vibration to a 
single vertical plane. 






Limiter bushing. pas Th 1 
S F e result. 
Main bushing. The Isolastic “single- 

plane” principle underlies 


the entire bike’s construction. 
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Isolastic mounts. 


xA NN Norton features — 


— ~ 
ko h lectric starting, fixed- 
The Ultimate Ride "SEES. caliper dual piston disc 


brakes front and rear, left 
foot shift, Roadholder? 
forks, Girling shocks, 
dual Amal 32mm 


concentric carburetors. 
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Hondaline BriteStripe BriteStripe helmets from Hondaline are now at many Honda 


® 


dealers. These helmets, with highly-reflective Scotchlite side- 
Helmets NOW Available. striping, help riders stand out in night-time traffic. In seven 
colors and two styles, the BriteStripe"" helmets meet or exceed 
all safety requirements of the United States Department of 
"Transportation. See these new Hondaline helmets soon. 


B-75 K2 Outboara Engine Good news for boating enthusiasts. The new Honda outboard 


z engine is now available. Honda engineers made the 7.5-horse- 
Now Available At Your power engine corrosion-resistant and designed it with durability 
Honda Dealer, in mind. Since it’s a four-stroke, there's less exhaust pollution 
into the water. The gear ratio was set by Honda engineers for 
good trolling speeds as well as maximum acceleration at full 
throttle. If yowre looking for a dependable and tough outboard 
that's also gentle on the environment, the B-75 K2 is the one 
for you! 


Honda introduces 1976 The 1976 line of Hone motorcycles is awaiting your inspec- 


tion at your Honda dealer right now! Included in this year’s line- 
Motorcycles and New up are a number of never-before-seen Honda machines. And, 
od ci -n "e as of this year, the bikes are referred to as “1976” models, in- 
M el Designation System. stead of by letter “K” and number designations. The “1976” 
identifying mark is stamped on the steering head pipe. Check 

out the 1976 Hondas today. 


Hond a Kick 'N Go Introduced in Japan earlier this year, Kick 'N Go?" from Hon- 
da became an immediate rage. This unique three-wheeled ve- 
Makes Debut. hicle for children has no engine. It’s propelled by pumping a 
kick pedal which works a chain-driven rear wheel. It even has 
a hand brake. A scooter was never like this! See Kick 'N Go 
soon at your Honda dealer’s. 


Honda Motor Oil Recently tested at a major independent research and testing in- 
d DED) O Passes stitute, Honda Motor Oil with OCP™ was found to surpass all 


Stringent Motorcycle existing engine oil standards. Knowing that motorcycle engines 
H fir are harder on oil than automobile engines, Honda engineers de- 
Oil Testing. veloped an oil test exceeding that used by the SAE for automo- 
bile oils. Subjected to abnormally high engine operating tem- 
peratures non-stop for nearly two days, Honda Motor Cil per- 
formed throughout. Protect your engine with the motor oil that's 
made for motorcycles. At Honda dealerships. 


(advertisement) 3 Honda “K”? numbers indicate model changes. j 
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Editorial 


Splendor In The Grass 


® Street bikes are growing weary and 
nothing can be done. Legislation that 
loomed in the late Sixties, together with 
an obtuse kind of technological pressure 
applied by the Japanese to the Europeans 
and to each other, have transmuted the 
once-fleet Sportster into something more 
composed, the once-light Norton into 
something heavy, the once-raucous 
Honda 750 into something civil and the 
once-compelling Ducati 750 into some- 
thing extinct. 

But shooting up through this quiescent 
fog like so many roman candles are the 
most stunning off-road motorcycles in the 
history of our sport. Obsolescence comes 
quickly now to dirt bikes; not the depress- 
ing kind made notorious (and annual) by 
Detroit’s automobile manufacturers, but 
rather that kind which results from 
super-heated, almost uncontrollable 
progress that spits forth developments on 
top of improvements on top of bold ex- 
periments on top of radical departures, 
the whole dirt scene rocketing ahead 
towards some undefinable perfection 
that promises eventually to keep even me 
rubber-side down in the boonies. 

The primal force behind these frenzied 
leaps ahead, if one can be singled out, 
is motocross and the hold it has on 
America’s trend-susceptible but wealthy 
young males. There is something in 
motocross that has connected hard with 
our 15-year-olds. As a sport it is danger- 
ous but not deadly (unlike road racing 
and flattracking, which are both), it is 
physical, visual and action-packed, it at- 
tracts spectators and photographers, it 
presents uncircumscribed opportunities 
for profiling and swashbuckling, and for 
an internal combustion sport it doesn’t 
cost the participant much money. 

Out of the motocross connection has 
come a desire on the part of the manu- 
facturers to win races and sell bikes, or 
sell bikes and win races. Either way the 
link between competition equipment and 
4 


retail equipment is more direct here than 
in any other form of racing embraced by 
the major factories and distributors, for 
a multitude of reasons. First, because a 
motocrosser is far less complex than a 
road racer, what works at the highest level 
of MX competition can be transferred 
cheaply both to lower-level MXers and to 
more prosaic offroad play-bikes. If Ake 
Jonsson shows up with a monoshocker, 
you can bet your berm monoshockers will 
become available in time on lower-level 
Yamahas—provided it works for Ake. 
Which it does, or did. 

Second, nobody expects to buy a full- 
house motocrosser and get a warranty 
(although Bultaco does offer some war- 
ranty coverage with its Pursangs), so 
beyond what excessive componentfailure 
may do to their reputations, manufac- 
turers don’t have to worry quite so much 
about designing in reliability—which 
broadens their latitude with regard to 
engine and chassis performance, and 
lightness. 

Third, since racing of any kind comes 
under provisions of the law that deal with 
implied risk, manufacturers of motocross 
machinery aren't faced with design con- 
cepts compromised by the threat of mas- 
sive legal retaliation from buyers whose 
bikes have seized at inopportune mo- 
ments. Set one wheel on a race track and 
your problems are yours alone. So en- 
gines can be strung out, chassis can be 
light, and suspension components can be 
radical. 

Fourth, purebred dirt bikes are ridden 
differently—and by different people—than 
street bikes. Riding in the dirt is always 
a test. The faster you go the better you 
are thought to be. The bulk of the tour- 
ing-type street riders measure their com- 
petence by the number of accidents they 
don't have; off-roaders measure theirs by 
speed. So the dirt guys are forced by the 
character of their involvement to deter- 
mine what's good about their equipment 








and what's not, simply because they push 
it harder. Too, answers come more 
quickly in the dirt than they do in the 
street, because the questions are simpler. 
A pavement-pounder may not particularly 
care for his ground clearance problem, 
but he likes his bike's quietness—and lives 
with mufflers that spark against the road. 
If an off-roader doesn't like the way his 
bike turns around backwards going over 
whoop-de-doos, he either tries to fix it, 
or trades in for something else. And be- 
cause dirt bikes are both short-lived (be- 
cause of the nature of their job) and inex- 
pensive (because of their simplicity), dirt 
guys churn through equipment quicker 
than street guys, which quickly reflects 
what the consumers consider good and 
what they consider bad. Lousy dirt motor- 
cycles earn lousy reputations much faster 
than lousy street bikes. Factories don't 
stay in business building bikes with lousy 
reputations—so they tend to fix them as 
fast as they can, or fail. 

Fifth, there were no dirt bikes as we 
know them until about 1967, when Ya- 
maha bounced out the first DT. New kinds 
of motorcycles called for new kinds of 
engineers, possibly younger, certainly 
less inhibited. The comparative cheap- 
ness of what they were called upon to 
build, one senses, freed them to experi- 
ment more—and that freedom was rein- 
forced by what they knew to be the short 
life-spans of what they were designing 
and building. Look, they were able to say, 
we'll try it. If it doesn't work we'll change 
it. We'd change it next year anyway, so 
what's the difference? 

So: because of light legislative and legal 
attention, because the products are inex- 
pensive and short-lived, because their 
riders are more demanding (and better) 
than street guys, because their designers 
are younger, fresher and bolder and be- 
cause the problems they present are less 
complex, today's off-road bikes are vastly 


(Continued on page 18) 
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And Ready for Immediate Delivery 


CAST ALLOY 


TTL 


The road show you've been waiting for is here—and 
you're going to be the star. Sleek, modern, aluminum- 
alloy wheels from Lester. Next to these, wire spoke wheels 
are kid stuff. But looks are only half the story. Their 
‘construction is superb. Sophisticated I-beam design. 
Rugged alloy, heat-treated to aircraft specifications. And 
the mounting’s a breeze—you need no adaptors, disc 
brake conversion kits or special fittings. Wheels include 
original equipment type bearings . . . and they’re 
engineered for tubeless tires. 


$9507 50 


e 
a pair complete 
Front Wheel . . ...$125.00 
Rear Wheel $172.50 
B.M.W. and Honda Gold 
Wing Slightly. Higher 
F.O.B. Bedigra Sy Ohio 








Letters 





Eight For The Open Road 


Your “Eight for the Open Road” article 
(Aug. '75) was a great idea. | thoroughly 
agree with the riders' evaluations of the 
BMW and the H-D, but although you 
treated the Norton with respect, (as one 
mighttreat an occupant of a convalescent 
home) | feel you were unfair, not neces- 
sarily in your testing, but in your attitude. 
It seems that everybody has forgotten the 
raw beauty and simplicity that Norton has, 
and are now obsessed with “Japanese 
gimmickry" consisting of plastic ‘‘doo- 
dads," flaired fenders, little hideaway 
compartments, long model-names from 
letters and numbers scrambled together, 
and carburetors, cylinders, and exhaust 
pipes busying up what is supposed to be 
"a motorcycle!!!" 

Thom Doucetie 
Trumbull, Connecticut 


| especially enjoyed your article in the 
August issue '"'Eight for the Open Road." 
The road tests on individual bikes are 
good, but | feel the comparison tests are 
of much more value. It allows you to see 
how each bike performs in relation to 
other bikes in the same area. 

The main reason for this letter, how- 
ever, is to pass on a little information on 
suspension compliance on the Honda 
GL-1000, that you and Gold Wing owners 
might find interesting. | purchased the first 


1000 sold here in Texarkana. | also expe- 
rienced the stiff suspension that you 
mentioned in your road test. About two 
weeks ago | had the dealer change the 
front fork oil which seems to have cor- 
rected the problem. | rode 435 miles Sun- 
day and the bike gave me a much better, 
much softer ride. | now have 2,800 miles 
on my machine and wouldn't trade it for 
any other cycle on the market today. 

If you will change the front fork oil in 
your test cycle and test it again, | think 
you will give the machine a much higher 
rating on suspension compliance. 

If you feel this is important, please pass 
it on to your readers. 

George W. Lybrand 
Texarkana, Texas 


First, | read your magazine monthly and 
usually enjoy it even though I'm a Harley 
freak and you people seem to always cut 
us down. | do consider myself to be quite 
open-minded but your article "Eight for 
the Open Road" was really biased and 
generally bad. I'll admit the BMW and new 
Honda 1000 have a bit over us dresser 
riders in most cases (even though the 
1000 is a new bike and should be seen 
for a couple of more years before such 
grand conclusions can be drawn), but to 
rate the “smokin Suzuki," the Z-1B 
"chain eater," the “Have to go 80 mph 


to be smooth RE-5," the ‘‘frame-breaking 
850 Interstate," and the “idle shaker 850T 
Interceptor'" above H-D, come on. 
And finally, BOOOOO on my friend 
Roger Hull from RR. 
John C. Brighton 
Yahima, Washington 


Your special touring section in the Au- 
gust issue was very informative and com- 
plete. | am a long-time Harley rider but 
have also owned Triumph, BSA, Norton, 
and Honda, for a total of about 80,000 
miles. | came back to Harley mainly be- 
cause when | ride my Harley | “feel” good. 
(Vibration, noise, sluggishness, poor 
handling are all ignored by the true ''Har- 
leyman.”) 

Wally Smith 
Brooklyn, New York 


| wish to commend you and your staff 
on your fine publication. | find it to be 
a wealth of information. In reading the 
August issue, and particularly the Touring 
Bike Comparison, | was curious to note 
that you had to loosen the mufflers on 
the Honda GL-1000 to remove the rear 
wheel. Working at the local Honda deal- 
ership here we have been removing the 
rear wheel by loosening and removing the 
lower shock mount bolts and the 17mm 

(Continued on page 106) 





ma 


MOTORCYCLE INDUSTRY COUNCIL : 


Suzuki takes the race. 
And the championship. 


Team Suzuki scored an impressive 1, 2 finish 
at this year's Hang Ten United States Moto- 
cross Grand Prix at Carlsbad. 33,000 fans 
watched Holland's Gerrit Wolsink win the 
American round of the World 500cc Champion- 
ship for the second straight year. While his 
Suzuki teammate, Belgium's Roger DeCoster, 
captured second and earned valuable points 
leading to his fourth world championship on a 
Champion-equipped Suzuki. 

Both Gerrit's and Roger's Suzukis were fitted 
with Champion Gold Palladium. motorcycle 


Toledo, OH 43661 


spark plugs. The brand that proves it sparks 

premium performance by consistently winning 

both motocross and road race 

competitions. Both in the U.S. B 

and Europe. = 
When you need plugs, ask for the 

brand that sparks race-proved 

Champion 


performance. 
ear CHAMPION 


Ask for 
Palladiums. 


We've got your plug. 

















For The Honor Of Competing 


€ Inflationary trends, parsimonious eco- 
nomic prospects, and excoriating analy- 
ses from far and wide have failed to lessen 
the numbers of British road racing practi- 
tioners. Quite the opposite has happened. 

Five thousand riders hold Auto-Cycle 
Union road racing licenses. Of the 5000, 
a tiny percentage—the real profession- 
als—live by racing. A further small pro- 
portion pocket seasonal profits, accumu- 
lated by virtue of their own racing skills 
and through the open-handed generosity 
of their sponsors. 

Above-average privateers may earn 
enough to tank-up their transporters on 
a meeting to meeting basis. About 4900 
race permanently out of the money. Their 
ranks are unequally divided into those 
hoping to make a crust eventually, and 
others—equally impoverished but more 
vociferous—who argue unsuccessfully 
that an expensive racing motorcycle au- 
tomatically qualifies its rider for reim- 
bursement at the start or finish lines. 

Then there are 250 or so whose reac- 
tion to cash inducements would be dis- 
dainful. These gallant fellows belong to 
the Racing Section, of the Vintage Motor 
Cycle Club. Theirs is a world of single 
cylinders and twins, mainly the four-stroke 
variety; of old-fashioned leathers, gener- 
ally padded and nearly always black; of 
mature riders, short haircuts and ex- 
panded waist lines. It’s ‘cricket-on-the- 
village-green’ and ‘tea-with-the-vicar’ 
stuff, compared with Grand Prix racing. 
And it's super-fun and grand entertain- 
ment when taken impartially. 

Actually, Vintage participants are rep- 
resentative of many age groups, and they 
do race for money on occasion. The retir- 
ing-from-racing age is generally high, and 
so the over-fifties group eyes the youthful 
influx with mixed feelings. They appreci- 
ate that youth is essential to guarantee 
Vintage continuity, butthey are conscious 
of an age handicap on the tracks. 

Young or not so young, they conduct 
their affairs in a distinctively relaxed man- 
ner, which somehow retains a keen com- 
petitive edge. A few have taken to the 
winning habit, though the majority are 
more than satisfied with top-ten placings. 
Racing is furious, though not fast by 
today's Yamaha standards. But the tar- 
mac is just as hard for unlucky unloaders. 
Nobody seems inhibited by thoughts of 
crashing expensive and often unique ma- 
chinery whether owned or borrowed. En- 
glish Midlander George Beale, brave soul, 
loans out models from his superbly re- 
stored collection of AJS 7Rs, including 
a rare 1937 version. He is sometimes 
observed heaving sighs of gratitude in the 
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quiet of post-meeting times. Outsiders, 
not without reason, are left wondering 
why Beale and the others remain uncom- 
promising Vintage adherents. 

Vintage racing does not consist of 
dragging out museum pieces for a gentle 
once-a-year perambulation around the 
local circuit. Altogether the VWCC lists 27 
entries in its 1975 Racing Calendar, in- 
cluding three exclusively vintage meet- 
ings. The Mallory Park Vintage Race of 
the Year, for example, is a 15-race pro- 
motion attracting upwards of 150 com- 
petitors. Friendly clubs increasingly add 
invitation vintage races to their programs, 
and these events are invariably oversub- 
scribed by vintagents. 

If the motives for racing Vintage-style 
are obscure, what they race is plainly 
99-percent British. The survival of so 
many old machines—over 240 appear in 
the big meetings—is a tribute to the 
hoarding instincts of the WWII generation, 
and to the British manufacturers’ sponta- 





VMCC's replay of yester 


neous act of constructing real-racing and 
near-racing bikes for many decades. 

As you might well expect, Norton and 
Velocette are the names which dominate 
all ofthe entry lists. Butthe Rudge marque 
is always well represented in the pre- 
December-1930 class. Scotts, those 
trusty two-stroke trendsetters for water- 
cooling and oil metering, can also be 
found. And New Imperial, HRD, Ariel, Ex- 
celsoir, Sunbeam and Matchless are 
among other brands propping up the 
Good Old Days. 

However, everything gracing the Vin- 
tage scene is not that old. Some machines 


y: a 1936 596cc Scott with chair leads a 1932 1096cc Morgan three-wheeler. 


of decidedly more modern appearance 
run in the Early Post Vintage-Late Post 
Vintage-Post War mix. Every machine has 
its official birthday on December 31st, and 
since the ''over-twenty-fives'' are eligible 
for Post Vintage competition, 1948 AJS 
7Rs and things are legal. Perhaps time 
will see the Later British Banger segre- 
gated from the Early British Banger. 
Meanwhile, class divisions are part age, 
part capacity, part type, comprising Vin- 
tage (pre-12/31/1930)250cc,275-350cc. 
Over-375cc, and Standard. The broad 
scope of the capacity classification en- 
sures plenty of machine variety, and tends 
to favor the younger bikes. Certainly, a 
1928 600cc Scott-versus-1948 Triumph 
T5 dispute might be an unfair match. But 
youth doesn't always prevail, especially 
in three-wheeler racing where sidecar rigs 
(vintage 1936 onwards) usually yield 
ground to 45-year-old Morgans of the 
three-wheeled-car ilk. Rain, however, can 
play havoc with an ancient Morgan's 





equilibrium, such as it happens to be. 
For connoisseurs of All Your Yes- 
teryears, herewith are the one-two-three 
results from the 1975 Mallory finals. 
250cc—1936 Rudge, 1936 Velocette, 
1936 Rudge. Vintage Racing—1929 Scott 
600, 1930 Rudge 500, 1929 Norton 500. 
Standard Machines—1945 Triumph 500, 
1937 Norton 500, 1936 Rudge 500. 
350cc—1949 Velocette, 1949 AJS, 1935 
Norton. Over 375cc—1938 Triumph 500, 
1937 Norton 500, 1938 Triumph 500. 
Three Wheelers—1932 Morgan 1000, 
1927 Morgan 1000, 1922 Morgan 1000. 

(Continued on page 23) 
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If it isn’t More, it’s less than More. Because More is the first 120mm cigarette. 


It's More in every way except price. 
More has more style. It has more flavor. It has more. Over 50% more puffs 


than most 100mm cigarettes. Yet More doesn't cost more. 
And what's more, More comes in both regular and menthol. They're both 


long, lean and burnished brown.Regular More delivers rich tobacco flavor while 


More Menthol packs a cooling blast. Puff after puff after puff. 
You'll find that More and More Menthol smoke slower and draw easy for 


more enjoyment. They're more flavorful. Yet they're surprisingly mild. 
More and More Menthol. They sit neat in your hand like they were made 


for it and fit your face like they found a home. 


Why settle for less? S z 
— an The first 120mm cigarette. 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 





FILTER, MENTHOL: 21 mg. "tar", 1.6 mg. nicotine, av. per cigarette by FTC method. 
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A great new year is 
already beginning at 
Honda dealerships 
across the United States. 
These 1976 Honda models 
co N are available now: 
amo c NYS The CB-750F and CB-550F. 
P, CN The famous Honda four- 
cylinder masterpieces are 
back better than ever in 1976 
with the special four-into-one 
exhaust system and great styling. 


The Twins. Two-cylinder four- 
strokes combining-the beauty: of 
Honda styling with the dependa- 
bility of Honda engineering. The 
CB-500T—Honda's most powerful twin 
in a classic machine. The CB-360T— 
Honda's most popular model. Practical, 
powerful, beautiful. The CB-200T —this 
smaller twin delivers economy plus power 
in a striking package. 


New mileage maker. The 1976 CB-125S. 
Great new styling matched to great 
gas mileage. 


The XL's. For 1976 Honda presents these 
four-stroke on/otf-road machines—the 
XL-350, XL-250, XL-175 and XL-125 — 
with radical design changes for even 
better handling in the dirt. High ground 
learance exhaust systems. New raised 
. fenders. New chassis styling. And more. 


S Asthe 1976 Honda Tour continues, 
all the other exciting new 
models, for all kinds of riding, 
will make their debut. The '76 
Spectacular has started. 
Don't miss it. Come into your 
-Honda dealer's showroom 
today for your first look at 
Honda 76. You'll keep 
coming back as the 
good things just keep 
on happening. 


LEN O. 26 ON READER SERVICE PAGE. 
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1976 Starfire GT. 

New Starfire experience. 

Get behind the wheel and discover true GT spirit. 

Feel the surge. Sense the authority. 
Starfire GT. Fat, raised-letter tires for the corners, for lively 
steering response. Specially designed star-spoked wheels 
and body stripes for GT looks. Four-speed transmission 
and gauge instrumentation standard. Or order the 
available 5-speed overdrive transmission for sports car 
responsiveness. 

Starfire GT. 

Built for the man who knows that at Oldsmobile, 
GT is no careless title. 


"76 OLDSMOBILE STARFIRE GT 


CAN WE BUILD ONE FOR YOU? 


CIRCLE NO. 30 ON READER SERVICE PAGE. 
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Give Us A Brake 


If you are a Honda trailbike owner, as 
| am, and are vexed and frustrated over 
very brief brake shoe life, don't stop riding 
or get disgusted and buy another motor- 
cycle. You have to expect that mud and 
water will get into most bikes' hubs and 
ruin the brakes. But there's hope, at least 
for Hondas, if a brake modification | de- 
vised works for everyone. 

Remove the entire brake assembly from 
the hub and slip the old shoes off the 
backing plate, then pare away what's left 
of the original brake linings. For replace- 
ments, buy VW brake linings and break 
them into pieces approximately a square 
inch in size. Using an epoxy cement, glue 
the pieces onto your motorcycle brake 
shoes, arranging them so the brake lining 
grain is parallel with the direction of drum 
rotation. Let the epoxy cure, then sand 
off any high spots. 

Break these linings in slowly and you 
won't have to worry about replacement 
for a long time. My Honda SL100 seems 
to stop just as well with the harder Volks- 
wagen linings, and the modified shoes are 
holding up much better than stock in the 
mud and sand | ride in here in Brazil. 

Bruce Harrison 
Para, Brazil 


VENT THOSE VAPORS 

Breaker points on British (and other) 
bikes. often get coated with a black film 
that can make the spark weaker than it 
already is. The film fouling the point 
surfaces is burned oil. Crankcase pres- 
sure blows oil vapor past the ignition 
breaker cam seals. When the engine 
cools the vapor condenses and a puddle 
of oil collects at the bottom of the contact 
housing. After a few hours of stop/start 
service the unvented vapors and accu- 
mulated oil will dirty the points. 

A pinhole-size vent to atmosphere at 
the bottom of the contact point housing 
lets collected oil drain and/or be blown 
away each time the engine is started. You 
can create a vent using a modelmaker's 
twist drill of about #65 wire gauge size 
(around 45€ at most hobby shops). Drill 
the vent at the housing's lowest point, 
where there's at least a quarter-inch 
thickness of aluminum. A single hole 
drilled upward at about 45-degrees from 
the outside works well; a fancier fix is to 
drill the first hole straight in, blind, and 
connect it with a second hole drilled 
downward from inside the housing. 

You shouldn't have to worry about 
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water going in instead of oil vapor coming 
out. If the point cover is well sealed the 
long, narrow passageway and crankcase 
pressure will keep water out and still get 
rid of the unwanted oil. Do be careful that 
you don't break that tiny drill. Drilling 
should be done by hand only, using a pin 
vise or some similar instrument intended 
for twirling fine drills with your fingers. 
That failing, you can epoxy the drill to 
the end of a small wooden dowl. 
John E. Sisson, Jr. 
Los Angeles, California 


SPROCKET BOLT UPGRADE 

| own a Honda SL100, and it seemed 
like every time I rode it either the sprocket 
bolts would snap or the nuts would strip 
their threads and fly off. 

If you have one of the smaller Hondas, 
like a 100 or 175, you'll find that a set 
of rear sprocket bolts for one of the larger 
models gives heavy-duty parts that need 
only a little modifying to fit your bike. The 
end of the sprocket bolt that fits into the 
hub will probably be too large but any 
machine shop with a metal lathe can turn 
the bolts down to the right size. Then you 
drill the sprocket holes larger to accom- 
modate the bigger bolts. 

| only replaced two of the four sprocket 
bolts on my bike and | haven't had one 
fail since. Total cost of the modification 
to your bike will be around $4.00; the 
exact price depends on how many bolts 
you replace. 

Reynold Roeder 
Aloha, Oregon 


MONTESA MISCELLANY 

The new Montesa V75 250 just might 
be the best true enduro bike for the ma- 
jority of riders. It has excellent handling, 
good power and an outstanding amount 
of suspension travel. And the carburetor 
doesn't leak anymore. But it, too, still has 
a few shortcomings. The following rec- 
ommendations are intended to improve 
the Montesa V75 where it is weak, and 
enhance its good qualities. 

You should replace the stock gaskets 
which seep on all filler and drain plugs 
with O-rings. Then safety wire the plugs 
to make sure they don't work loose. The 
transmission filler plug should also be 
drilled to take a fitting for a breather hose; 
then plug the stock breather hole with 
epoxy. The Montesa breather lets dirt into 
the gearbox, and coats the rear portion 
of the engine and frame with oil. The 


replacement breather hose should be 
routed to the upper part of the airbox. 

Install a teflon pad on the chain guide. 
Better yet, install a teflon roller (or rollers) 
because the very long rear suspension 
travel puts a lot of slack in the chain when 
at full extension and the chain therefore 
needs the most durable form of guidance 
it can get. 

Switch to some really positive hose 
clamps to secure the tops and bottoms 
of the fork boots. The stock items don't 
hold very well, and when the boots start 
flopping around you'll get a load of dirt 
working its way down around the seals. 

Install one of the following Boge rear 
shock springs, if you're using the stan- 
dard Telesco shocks: 110 Ib/in, 120 Ib/in, 
or 90-120 Ib/in progressives, as rider 
weight may require. 

Not essential, but nice, is a rear brake 
lever stop adjustment, and a faster throt- 
tle. You make the brake stop by drilling 
and tapping a %-28 hole in the swing arm 
boss directly behind the upper brake arm 
and installing an appropriate hex-head 
bolt. The throttle can come from a Honda 
125 Elsinore, and a softer throttle spring 
is good, too. 

Definitely install a better ignition kill 
button. The standard unit isn't much 
good, and you'll never reach that tiny little 
kill button when you need it most. 

Remount the rubber taillight/license 
plate assembly up high. If you don't, 
sooner or later the rear knobby will gobble 
up that overhanging flap—and may go 
right on to consume the rear fender. This 
is a note from sad experience. 

Those stainless steel spokes and alu- 
minum spoke nipples loosen rapidly at 
first. Tighten them after each of the first 
three or four rides. Once bedded in, they 
will stay tight for a long time. 


Throw away the standard one-way 
compression release. If you require one 
of these devices, substitute one of the 
good accessory one-way compression 
releases—such as the Victor brand. 

Slide a long (12-18 inches) piece of 
teflon or nylon tubing over the lower 
throttle cable sheath. If this isn't done, 
you eventually will be rewarded with a 
ventilation slot worn on the inner side of 
the fiberglass tank. Also, the rear tank 
mounting strap applies too much tension 
to the rear tank clip, which is mounted 
in fiberglass and will fail. Move the clip 
to ease the strain. 

Always keep a couple of spare head- 
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light bulbs packed away in the nacelle, 

wrapped in foam for protection against 
the vibration that quickly destroys the one 
that's on the job. Stock Montesa bulbs 
are of very poor quality, and don't last. 
Bill Herndon 

Glendale, California 


FOR CHEAP SKATES 

My friends call me ''The Prince of 
Chintz” because I’m always trying to save 
money, and l'Il admit that I’m not one to 
toss perfectly good pennies down a wish- 
ing well. But sometimes my attempts to 
save money in a world bent on plundering 
a man's wallet have worked out. 

The best money-saver I’ve found is to 
use ordinary 90-weight gear oil as a chain 
lube. Chains are expensive, so | don’t like 
to be stingy with oil for the things (a false 
economy), but the going prices for those 
packaged chain oils—the ones in a pres- 
surized can—are enough to give a pru- 
dent person pause to consider alterna- 
tives. So | thought about what a chain 
oil is supposed to do, and decided that 
it had to lubricate against high rubbing 
pressure, and it had to stay on the chain. 
Gear oil has, I'm told, a load of pressure- 
resistant additives, and the 90-weight is 
thick enough so it doesn't get thrown off 
the chain. 

Heavy grade gear oil is too viscous to 
soak into the links if it and the chain are 
cold. To meet that problem | squirt the 
gear oil on with a plunger-type can | keep 
next to the hot-water heater, and | try to 


do the job when the chain is still warm 
after a ride. Where | live, you don't really 
have to worry about anything being cold 
for six months out of the year and you 
can burn yourself on a zipper during the 
month of August. 

Anyway, the gear lube does keep a 
chain healthy. | keep pretty close track 
of such things, and the rate of chain wear 
on my bike has been reduced to about 
half what it was when I still used that 
foamy, fizzy stuff, and | don't use the gear 
oil any more frequently. 

Alex di Cagliostro 
Brawley, California 


FOR SPORTS ON SPORTSTERS 

A problem all too common on Harley 
Sportsters, especially those that are 
hopped up or see a lot of “heavy duty" 
use, is the loosening of the rivets holding 
the sprocket to the rear brake drum. The 
first indication of impending failure is a 
sound similar to that made by a loose 
chain rubbing an engine case or chain 
guard bracket. 

The best way to tell if the rivets are 
going bad is to remove the chain and 
chain guard and attempt to wiggle the 
sprocket. Any play at all, in any direction, 
is too much. In this situation you can 
either remove the assembly and have it 
reriveted, or attempt a permanent cure 
yourself. It'S obvious that a new rivet job 
will eventually result in the same problem 
occurring all over again. 

The sure-cure method involves replac- 





ing the rivets with Allen Head screws. 
You'll need the following items to do the 
job: a drill press (an electric hand drill 
can be used if you're reasonably careful), 
one 74e" drill bit, one #25 drill bit, one 
3t 10x24 tap, tap handle, and 28 screws, 
size 3t 10x24x ^" allen head. A hammer, 
chisel, small punch, and a tube of non- 
hardening gasket compound (Permatex 
#2) should also be on hand. Proceed 
as follows: 

1. Block up the bike and remove the 
rear wheel assembly. Unbolt the brake 
drum from the wheel hub. With hammer 
and chisel, knock the heads off the 14 
small rivets holding the sprocket to the 
brake drum flange (wear goggles or safety 
glasses when you do this as the rivet 
heads shoot off like bullets). With a 
punch, knock the rest of the rivet out. Do 
not remove the four larger ‘‘locating”’ 
rivets at this time. 

2. Using a #25 drill bit, drill additional 
holes through the drum flange and 
sprocket halfway between each of the 
stock rivet holes. Make sure these holes 
are spaced the same distance in from the 
edge of the flange as the existing holes, 
otherwise the heads of the allen screws 
will not clear the main part of the brake 
drum. Also pass the #25 bit through the 
stock rivet holes to make them the same 
diameter as the ones you've just drilled. 
You now have 28 more-or-less identical 
holes around the flange of the drum & 
sprocket. 

(Continued on page 16) 


The New “Cincher” trom circle Industries 


The ultimate one-inch, 2,000 Ib. test tie-down belt is now 
available for those who really want to have the best. 
The manufacturers of Snap Strap and Shur-Release are 
proud to introduce the Cincher. It incorporates all our superior quality 
features with a tension activated spring loaded cinching 
mechanism which allows you to lock your bike so well it will never 
move unless you: want it to. 


Exclusive features include: 2,000 Ib. test nylon webbing e High - 
tensile double stitching e Two 3/8” diameter all steel hooks e One 
hook electrostatically vinyl coated for scratch-proof 
non-slip attachment e Available in brilliant red or blue 
e All-weather tested and proven. 


Just another of the fine quality products from 
Circle Industries. Only $10:95 per pair. 


f. 


Send $1.00 for complete 1975 catalog. 
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17901 Arenth Avenue, Industry, California 91748, (213) 965-1622 
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iN 
Small, Medium, Large 
NET E Gor ae and Extra Large sizes. 
prevents blisters. Small has specially 
Contoured shape sized fingers to properly Genuine leather that is 
won't bunch up. fit most younger riders especially tanned for 
Double stitched. as well as women. stretchability—provides 
the durability you want 
and the fit you need. 
Popular Buckskin color 
with complementary 
protective padding. 
No inside seams to cause 
blisters. All thread is a 
special nylon that is : 
strong, yet will stretch High-density, shock- 
and not cut the leather. absorbent padding 
protects back of hand, 
fingers, yet each 
stress point is relieved 
for flexibility. 
* Double elastic band 


around entire wrist 
k for snug fit. 
i Glove stays on, 
* dirt stays out. 










Extra layer of 
protective leather 
on inside of thumb 

where wear and tear 
is the roughest. 










Fit, 
durability 
and protection 
never felt 
this good before! 


Just slip your hand into any of these new Bates gloves. Soft, 5 3 
supple...exactly the right feel...like they're already broken in. s Pide PM 2s 
That's because the leather has been specially glove-tanned for A. fit Gilows Senge 
stretchability. To keep the stretch in, the glove is ‘bench cut’ tive fingertip touch on 
by hand...almost a lost art in these days of mass production. controls. Extra protective 
To guarantee Bates famous workmanship, each glove is ee 
: , 5 : ` Velcro wrist closure. 
completely sewn by one operator, with six different inspections No inside seams. Also 
taking place before the Bates name goes on. great as cafe racing or 
They fit like a second layer of smooth skin, but they're touring gloves. 
rugged, too. Slip them on just once. Once is all it takes. 






ROAD RACING GLOVES 























UNLINED LINED MOTO ROAD 
TOURING TOURING CROSS RACING 
STREET AND 


$11.95 $14.95 $17.95 $19.95 TOURING GLOVES 


SML&XL | SML&x. | SML&XL | XS,S,M&L TRUE REUS 
comfort that must be 


See your local dealer or send full price plus $1.00 for shipping experienced to be 


and handling to: believed. Choice leather 
stretches to match 


every hand movement 

like a second skin. 
ACCESSORY HOUSE, INC. Choose lined or unlined. 
Box 1770 CG, 


the "quality people" Long Beach, California 90801 








ELECTRICAL 


* MOTORCYCLE LAB ud 


en ‘DYNAMOMETER LA $ MACHINE LAB 


A CAREER. WITHOUT COLLEGE: ? YES! 


Become a (CERTIFIED) Motorcycle Mechanic! 


Approved for Veterans Training — YOU'RE NEEDED NOW! 


AMERICAN MOTORCYCLE INSTITUTE 


A 1445 Skytrooper Road, Daytona Beach, Florida 32015 
rez Call FREE 1-800-874-0645 
American Motorcycle Fla. Residents Call Collect 904/255-0295 


Association 


Motorcycle Industry 


FOR FREE INFORMATION: 
Name: 
Street: 
City: State: Zip: 
Phone: ( ) 


75-10-10 


Age:—_Veteran: —— 


THE LEADER 


IN RELIABILITY. 
A True 
Capacitive Discharge 
Ignition System. 


One you can trust. Without fail. 


That’s an SK model 240 


Wine tor full technical description. $60.00 
$75.00 


SK Systems 
$1.00 king & shipping in US 
P.0. BOX 2041, ESCONDIDO, CA 92025. Calitors residents od Got soles tox 


7,000 PRODUCTS 
OVER 300 PAGES! 


Single cylinder (single coil) 
2 or 4 cylinder (dual coil) 





A HUGE SELECTION OF PRODUCTS FOR ALL TYPES OF MOTORCYCLES—ALL 
TYPES OF RIDING. FINALLY AVAILABLE DIRECTLY TO THE RIDING PUBLIC. 


Your Catalog is sent promptly; by U.P.S. or 1st Class Mail. 


CHECK OUR UNIQUE No Fancy Store—No Phones—L ow Overhead means best prices 
POLICIES & FEATURES 


qose BofA or MasterCharge and post paid order forms. Catalog 
price is refundable with your 1st order. No long delays, no 


‚back orders — we'll ship or send a refund. 


"Gide Products are those sold by Rocky Cycle Co., Inc. — Catalog 
CYCLE Cycle Center is not an agent for Rocky Cycle Co., but a dealer 


CENTER INC. 
Send $4.95, Cash, Check, or Money Order (No C.O.D. or 
“Bill Me") TO: Catalog Cycle Center Inc., P.O. Box 2507 
Santa Ana, California 92707 
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[State 




















3. Scribe a reference mark on the drum 
and sprocket to enable the holes to be 
correctly aligned later. At this point, 
punch out the four large rivets & separate 
the sprocket and drum. (The holes for 
these large rivets will not be reused and 
can be disregarded from this point on.) 

4. Using a %6” drill bit, enlarge the 28 
“rivet” holes in the brake drum flange to 
%6”. (Do not drill out the holes in the 
sprocket to this size.) 

5. Using a # 10x24 tap, tap threads in 
the 28 holes around the sprocket. Since 
this is a small tap and the sprocket steel 
is tough, extreme care must be taken to 
avoid breaking the tap. Use plenty of oil 
and back the tap up a little to clear it of 
chips every % to % turn. 

6. Remove any burrs left by these 
operations and clean those surfaces of 
the drum flange and sprocket which will 
seat against each other. Coat the sur- 
faces liberally with a non-hardening gas- 
ket compound (do not use a silicone 
type). This adds a lot of strength to the 
bond between the flange and sprocket 
and tends to prevent the ‘‘fretting’’ which 
caused the original rivets to fail. Before 
the compound has set up, assemble the 
sprocket to the brake drum flange, using 
the scribe mark from step 3 to align the 
holes correctly. Tighten the 28 allen 
screws down evenly. (These screws are 
available from Western Auto Stores al- 
ready plated to resist rust). 

8. Once assembly is completed, check 
the screw ends to ensure that none pro- 
trude far enough from the sprocket to foul 
the aluminum brake backing plate. If any 
do, file or grind them to clear. Reassemble 
the drum to the wheel and remount the 
wheel to the bike & you're done. 

Paul Foster 
Niles, Michigan 


AGAINST ALL ODDS 
| have boxes of barely-used spark plugs 
that had ceased to work satisfactorily in 
my 1969 Honda CB750. The bike fouled 
plugs even when new, and | tried every- 
thing—including a Boyer-Bransden tran- 
sistor trigger—to make the problem go 
away. But the best solution I’d found until 
recently was to buy plugs wholesale. 
Then, a little while ago, ! read your 
article about spark plugs, which said that 
motorcycle ignition systems were weak, 
and it sent me off in a new direc- 
tion—thinking about the ignition coil and 
plug wire. My 750 was getting old, the 
plug wire was getting leaky, but there was 
no provision for replacement without re- 
placing the coils. | wasn't too impressed 
with Honda's dual-lead coil, and the 
things are expensive. 
| knew that coils work just fine when 
wired in series, since that was how the 
Boyer-Bransden unit operated, so | pur- 
chased four epoxy-coated 12-volt coils 
from Sears (approximately $6.00 each) 
and wired them all in series, connected 
to the transistor ignition. There was no 
need for a resistor, as that many coils in 
series provides its own ballast resistance. 
This system drew about 2.5 amps, and 
CYCLE 








what's more it cured the bike's cold- 
blooded tendencies. It would also fire 
plugs that wouldn't flicker with the original 
coils, and fire them with the gap set at 
.035-inch. 

This brings me to my real point: in your 
later article about coils you state that 
"standard automotive coils (cannot) be 
used as replacements for the twin-lead 
items used on Honda Fours, etc." That's 
not true. Right now my Honda is operating 
beautifully with automotive coils, as is my 
wife's 1965 CB160 cafe racer. Dual-lead 
coils like those on the Honda can be 
replaced with car coils, two for one, with 
a single set of points handling the two 
replacement coils. Just wire the car coils 
in pairs, with a ballast resister, in a series 
circuit. That is to say, the current from 
the battery goes through the ballast re- 
sister, through first one coil primary and 
then the other, and then to the points and 
ground. 

The biggest problem with this installa- 
tionis finding room for everything. Luckily, 
the Sears epoxy coils are somewhat 
smaller than Delco coils. | wrapped my 
coils with ensolite and taped them in place 
under the gas tank with duct tape. Crude, 
but effective, and nothing shows when 
the tank's in place. | feel pretty smug 
about all this, as | have been operating 
the system (and the same set of plugs) 
since January—long before your recent 
coils exposé appeared in print. 

Hugh Kenny 
Omaha, Nebraska 


MAKE YOURSELF HEARD 

Much has been written about the mo- 
torcyclist wearing bright clothing to help 
him escape being creamed by an auto- 
mobile. Less has been said about being 
heard, perhaps because motorcycles 
historically have had loud exhausts. But 
most motorcyclists, once they truly have 
left adolescence, get over their fondness 
for indiscriminate noise making. They 
begin to prefer peace and quiet for them- 
selves and the rest of the world—and they 
bring an added measure of danger into 
their riding simply because they are being 
quiet. 

Most of us know that when a motorcyclist 
wants to attract attention to his presence 
for safety reasons, he is nearly helpless. 
The horn on the average motorcycle is 
about as audible as the mating call of a 
hummingbird in a hurricane; the rider 
can't be sure his bike's horn is even 
working unless he takes off his helmet 
and waits for a lull in traffic before giving 
it a try. 

After being plagued by this problem, | 
made the first step toward a solution by 
removing my bike’s original horn and 
throwing it as far as | could. The loudest 
noise it ever made was the faint whistling 
| heard while the thing was sailing through 
the air. Step two was replacing it with a 
pair of Italian-made horns | found in an 
auto speed shop. The ones | used are 
made by FLAMM, labeled type CTP, 12- 
volt. They cost only $10.000, which made 
them a fairly cheap accessory, and they’ll 


work on any bike that has enough elec- 
trical power to drive them (i.e. the elec- 
tric-start models). l 

Mounting these horns did present a 
slight problem. All the motorcycles | have 
owned have had two wires leading to the 
horn. These Italian horns have but one, 
with the vehicle's frame providing the 
other current path. So you use the horn 
mounting bolt for the second wire, and 
insulate the horn from the bike's chassis. 
A couple of fiber washers and a short bit 
of fiber or plastic tubing will do the job. 
Don't mount the horns where they'll block 
air flow over the engine. On one machine 
| was able to mount them on the turn-in- 
dicator brackets; on another, on the 
safety bar. The horns should be tilted 
slightly, so any water that gets up into 
the bells will drain out. 

Shortly after mounting the first set of 
horns | was humming along the highway 
when a lady made as if to pull out of a 
parking lot in front of me. Like so many 
other ladies, and men, leaving parking lots 
and driveways she didn't see me (she was 
looking to see if any cars were coming). 
So I hit the horn button. She slammed 
on the brakes and turned pale. The horns 
were so loud | almost felt like apologizing 
for having scared her. 

Keig E. Garvin 
Hendersonville, North Carolina 


Address all correspondence to Cook 
Neilson, “Tips,” CYCLE Magazine, 780-A 
Lakefield Rd.,Westlake Village,Ca. 91361. 








THE EXCLUSIVE 
OFFICIAL 


BIKE WATCH 


Here it is! Your bike's insignia is designed by the famous 
Jonmark of Belgium into:a rugged, accurate, Swiss-made 
watch. It's durable—shock proof, water resistant, 

hasa high-impactnon-tarnishicase=and comes 

witha 4-year warranty. This official bike watch oe 


FACES AND MATCHING 
WATCHBANDS COME 
WITH OFFICIAL 





Harley- 
Davidson 













is available exclusively in the U.S. through K 
Bella: Watch Corp. and is yours for only 
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AVAILABLE ONLY THROUGH =? DN 
BELLA WATCH COMPAN E- 








ADDRESS 
CITY. 













STATE 










Check box for desired watch 
O Honda O Kawasaki O Harley-Davidson 
O Suzuki O Yamaha O Norton 






Add $4.00 for shipping. Please make check payable to: 
Bella Watch Corp. 

All watches come with a full 4-year warranty. If not completely 
satisfied upon 15-day inspection, money refunded. Bella 
Watch Corp., 37 W. 39th St., New York, N.Y. 10048. 


Master Charge O No. Exp. Date 
Bankamericard [] No. 





















Exp.Date. 
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o. Member ofthe Better Business Bureau ~~ Signature 
Bye. 
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Tired of Bending Over? Then sit back and 


Move your handlebars back where you can 


inches without changing cables or hoses 


VA SUZUKI 


WHY STRETCH! 








relax on your bike with a pair of 


SET BACKS 







reach 'em. Yes, move 'em back over 2 





in 30 minutes! 
HONDA YAMAHA BMW 


KAWASAKI HONDA GL-1000 
Send only $12.95 plus .50 postage to 


CREATIVE ENTERPRISES 
P.O. Box 9, Grapevine, Tex. 76051 
(214) 352-1018 
State Make & Mode! 
Texas res. add 4% sales tax. 
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How to get top racers 


to wear a helmet. 
Label it Bell! 


It’s purely a case of love or 
money — Top pros and competi- 
tion racers on the way up have a 
basic choice of headgear. Hither 
they go with companies who pay 
them to wear a certain helmet — 
Or they pick the one they think 
is going to do the best job. 


We don’t pay racers to wear 
our helmets. The choice should 
be theirs for safety’s sake, not 
dollars. 


The same Bell Helmets the pros 


choose are available to you off- 
the-shelf. Helmets like the Star® 
with a wraparound design for 
those who demand maximum 
head and face protection, plus 
adequate peripheral vision so it’s 
easy to glance back at the rest 
of the pack. The Star is available 
to meet both Snell and D.O.T. 
specs. 

No wonder guys who can’t put 
a high enough price on their 
heads love to wear Bell. You will, 
too. See your motorcycle dealer. 


THE HEADPROTECTORS 


BELL 


HELMETS 


18 . Bell Helmets Inc. — member of AMA, MIC and the Safety Helmet Council of America 
CIRCLE NO. 51 ON READER SERVICE PAGE. 





EDITORIAL Continued from page 4 


superior functionally to their street coun- 
terparts. There are also a lot more of 
them. At last count, dirt riders could 
choose between 155 off-road bikes. If you 
want to romp on the street your field totals 
61. 

Certainly not all off-road motorcycles 
cause the blood to boil; if they did the 
world would be the worse for it. The world, 
after all, needs XL-125s. But at the very 
edge of your imagination, where you can 
see yourself doing those things only The 
Best can do, flickers a swarm of hyper- 
thyroid motorcycles that meet the require- 
ments of the super-expert you plan, 
someday, to be. Many of them are manu- 
factured by factories that have little use 
for street bikes, and don't build many: 
Ossa, Bultaco, Montesa, CZ, Husqvarna, 
Maico, Penton, Can-Am, Rokon, Zun- 
dapp, each and every one of their Ameri- 
can-market-oriented offerings tempered 
by competition of one kind or another and 
as undiluted as their factories can afford 
to make them. From Japan, fresh batches 
of pure off-roaders and motocrossers 
lunge toward the American market prac- 
tically daily: monoshock Yamahas, RM 
Suzukis in three displacement classes, 
forward-mount Honda racebikes, wide- 
bore enduros, a cornucopia of purebreds 
the likes of which haven't been seen on 
the street since the days of fast XLCHs 
and loud Bonnevilles. The variety is stag- 
gering: seven companies build trialers in 
four displacement classes; there are 20 
125cc MXers and 16 125cc Enduros; 39 
different 250cc enduros and moto- 
crossers; and 24 big-bore enduros and 
motocrossers. 

Certainly off-road riding has been af- 
fected by legislation—anyone who has 
studied land closure and recreational ve- 
hicle registration could tell you that. But 
the tightening off-road noose has not yet 
made a significant impact on the equip- 
ment (other than to tone down the noise 
it makes), and the equipment is astonish- 
ing. 

Once again, the profound influence of 
the dirt bike buyer on his equipment is 
not to be understated. The influence car- 
ries beyond merely what he chooses to 
purchase and his wild-eyed fascination 
with motocross. He is more knowl- 
edgeable than the pavement-pounder in 
terms of how the equipment performs and 
how it can be improved, because he 
pushes it to the limit and keeps it there 
for as long as he owns it—which isn't, by 
street standards, very long. The laws of 
natural selection are in force here and 
working quickly to weed out those motor- 
cycles which do not function as well as 
they should, forcing the manufacturers to 
design better and build better. 

Think what you might about berm-shots 
and roostertails and affluent, swaggering 
teen-agers; the off-road bikes available 
to them are exactly what they deserve, 
and the whole process is wonderful to 
see. 


—Cook Neilson 
CYCLE 


| Baker 
Wins With 
Pennzoil 
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His win record speaks for itself: 


Overall Winner— 1973 SCORE Off-road World 
Championships 

First, Class 22— 1974 Parker 400 

First, Class 21— 1974 Baja 500 

First, Class 22— 1975 Parker 400 

First, Class 22— 1975 Baja Internacional 


As Al puts it, “Off-road racing is all preparation..: every 
little detail. Engine lubrication is particularly. critical since 
you ride flat-out for nine or ten straight hours. ‘Competing 
on 2-strokes or 4-strokes, Pennzoil gives the lasting kind 
of engine protection it takes to. win, | not only use it, but 
also sell it at my shop. Pennzoil works the way motorcycle 
- oil should, and as an added benefit, it’s inexpensive: Take 
atip from Al Baker, whatever you ride, wherever you go, 
PENNZOIL COMPANY Pennzoil is worth asking for. Pennzoil 2-Stroke, 4-Stroke 


Oil City, Pennsylvania. p and new Injector Oil are available at your motorcycle dealer. 
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Motorcycle Boom Means 

Big Profits for Repairmen 

Cycles are big business...and 
so is fixing them! There are 
more than 3 million motor- 
cycles registered in the U.S. 
today. Plus an estimated 3 
million more dirt bikes. But, 
there are fewer than 10,000 
motorcycle mechanics avail- 
able to repair them. (Imagine 
only one mechanic for every 
600 cycles!) No wonder 
career opportunities are so 
great for the skilled repair- 
man. And they're getting bet- 
ter every day! The door is 
open to you now. Rush cou- 
pon for FREE “Motorcycle 


Cycles are big business 





Registered Motor- 
cycles in U.S.A. 
5 Source: Stat. Abs. of 
— U.S.A. Prepared by 
Bur. of Census 
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2 Millions 


165 '67 '69 '71 '73*"75* 
Every year gets bigger. With 
sales forecast of over a 
million cycles a year, you 
can easily see there could 
be ten million motorcycles 
on the road in a very short 
ime. 


Mechanic Career Kit." 
Motorcycle Shops Need Qualified Mechanics 


Has your bike ever been out of action waiting for needed 
repairs? It happens to almost everyone! It seems motorcycle 
shops just can't keep enough mechanics on hand to take 
care of everyone. Wherever you go all over this country, 
you'll find motorcycle shops looking for qualified mechan- 
ics...and they pay good money too! 


Million New Cyclists 
Motorcycle sales are going 
through the roof! The estimate 
of a million new motorcycles 
bought this year is probably 
low—and now with gasoline 
shortages and higher prices, 
you can just imagine how 
many people are going to be 
switching from automobiles to 
motorcycles for their regular 
transportation...not to men- 
tion the thousands upon thou- 
sands of new dirt bike riders 
who are discovering the thrills 
of this action-packed sport. 


LS 
More Girls - More Bikes Each Year 
If you've been riding your bike for fun 
the past few years, you can see for your- 
self that more and more girls are taking 
up the sport. And this means more bikes 
every year...and a bigger demand for 
motorcycle mechanics. So get in on the 
action... get in on the fun—start making 
£ood money as a motorcycle mechanic. 
ush the coupon today for free “Career 

Tt" 


You'll Be the Center of Attraction 
in Your Circle of Friends... . 

Enjoy the admiration of friends 
and neighbors as they flock 
around to watch you tear down 
and tune up all kinds of motor- 
cycles. And just think of the 
satisfaction in knowing you've got § 
the best performing bike in town. 
Plus, you can make extra dollars 
fixing motorcycles for friends 
and neighbors. 


NORTH AMERICAN SCHOOL OF MOTORCYCLE RE 
4500 Campus Dr., Dept. £Aoss , Newport Beach. CA 92663 




















ignition wrench se 
include a set 0 








PAIR, 


Ceo | 
Bosoooo iv 


Special Cycle Tools a 
you fast! Professional tools plu 
turn you into à skilled m 
sockets, impact screwdri' 
compression gauges. và 


vers, timing lights. electrica 
cuum gauges. 
ts. dial indicators an 
f special cycle tools and 


le m 
d career as a molorcyc 
v FREE "Motorcycle Mechanic 


or obligation . . . now or ever! Rush coupon today. 
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EXPERS 


Experts show you what to do, how to do 
if... guide you every step of the way 
to become a skilled motorcycle mechanic. 


If you like to ride a bike for fun...learn how to fix it for 

profit! Can you imagine a better way to earn your living? And 
best of all, the pay is great — whether you choose to work in a 
cycle shop for somebody else or decide to start your own cycle 
repair business. Now, thanks to North American, there's a 
fast, easy way to get the training you need ... at home in your 


spare time. No need to quit 
school or job. Experts show 
you step-by-step everything 
from minor tune-ups to major 
overhauls. 


You Get the Tools 
You Need for a Fast Start 


We send you the special cycle 
tools and test instruments you 
need. This set of precision 
tools is yours to use during 
your training...and yours to 
keep in your action-packed 
career. You actually learn by 
doing— with the tools in your 
hands—getting the practice 
you need to become an expert 
motorcycle mechanic. 
Everything is explained in 






Work Qut of Your Home! 


It's easy to get started once you 

qualify as a motorcycle mechanic. 
Just let your friends and neigh- 
bors know you're ready to repair 
cycles in spare time —or if you'd 
rather, get a full time job at a 
motorcycle Shop or dealer. 


easy -to-understand language, complete with drawings, diagrams 
and photographs. You'll learn engine design, carburetion, elec- 
trical systems...as well as how to adjust and repair frame, 
wheels, shocks, transmission, valves, everything you want to 
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nd Test Instruments included to start 
s your North American "know-how 
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u how to use wrenches, 
echt. We ik | test instruments. 
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ree wheels. soldering iron 
heh, much more! We even 
instruments to get you starte! 


. .and yours to keep 
during your training MAI Find out all 


Career Kit! No cost 
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cycle mechanics. 


know from routine maintenance to a major overhaul. 


Start Your Own 


Cycle Repair Business 

Your future as a motorcycle 
mechanic is in your own 
hands. The big demand means 
you can decide for yourself 
whether you want to work for 
someone else or get into your 
own cycle repair business. 
Start in your spare time 
repairing cycles for friends 
and neighbors—or get a job 
with a motorcycle shop! After 
you’ve been a working 
mechanic, you can decide 
whether you want to start 
your own profitable repair 
business, 


SEND FOR FREE INFORMATION 


Get all the facts now... with- 
out obligation. Be the first in 


+ your neighborhood to cash in 


on the big demand for motor- 





all POSTAGE-PAID CARD 


e| FOR FREE INFORMATION 


NO SALESMAN WILL CALL... 
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PIPELINE Continued from page 8 


"The object of the Racing Specifi- 
cations is to try and preserve machines 
used in Vintage Racing so that they ap- 
pear, as far as possible, as per their origi- 
nal specifications," runs the preample to 
the VMCC technical regulations. It is, of 
course, impossible to define the limits of 
internal engine modifications, since 
stockists have somehow managed to run 
low on 1929 spares. “But external com- 
ponents should be in keeping with the rest 
of the machine." 

For the Vintage Class, frames and forks 
of pre-1931 design are mandatory, al- 
though engine-plate modification and fork 
strengthening are permitted. Aluminum is 
on the banned list, except for use as 
mudguards (fenders), painted to match 
the machine. Clip-ons are out, and one- 
piece '"droopers" must be bolted to the 
top steering head bracket. Switching from 
hand-change to foot-change is permitted 
though you can't sneak in a positive-stop 
mechanism to replace the hit-and-hope 
variety. Pre-1931 designs and materials 
fixes an engine in its period. Things You 
Shall Not Do in that department include 
adding to cylinderhead finning, re-posi- 
tioning the magneto, and operating the 
induction to obtain downdraft advan- 
tages. There's more latitude allowed when 
replacing the irreplaceable, like carbure- 
tors (standard needle-type Amals pre- 
dating Monoblocs are cleared) and mag- 
netos (any static-magnet mag of any 
year). But no electronic transistorized 
technology must pervert Vintage coil ig- 
nition. And the nearest approach to a 
racing/dual seat is by way of a normal 
saddle and a mudguard pad. 

A separate specification covers Post 
Vintage and Post War machinery. For 
machines dated later than 1937, you're 
allowed to fit alloy wheel rims, polished 
aluminium fenders, and remote needle-TT 
Amals. You cannot equip with rotating- 
magnet mags, electric tachs, and wheels 
under 19-inch diameter—regardless of 
year of manufacture. The use of later 
parts could update your machine and lead 
to its exclusion by the Vintage Scrutineer. 

In fact, Vintage racers tend to consider 
anything less than complete authenticity 
as a case of criminal negligence. Let's 
take the case of Gerald Brown as an 
example of Vintage Racing personified. 

Jerry is a 50-year-old specialist-steel 
representative, possessor of one 1939 
Norton and one broken leg. It took nearly 
two years to put the Norton into Vintage 
Racing trim, and only a fraction of a sec- 
ond to fracture the limb during a bump- 
and-start mélée at Silverstone in the June 
of this year. 

Jerry first laid eyes on the Norton in 
1969, following up a newspaper adver- 
tisement offering an International Norton. 
The trail led to a remote South of England 
coastal village when, in the dead of night, 
£15 ($34) and the Inter changed hands. 
By any standards the bike was a heap 
of junk: a 1938 single-knocker lashed into 
an ES2 plunger frame of indeterminable 
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date, fitted with telescopic front forks. 
What wasn't corroded, bent, smashed or 
butchered was missing. 

The 1939 30M specification as currently 
raced: 79mm x 100mm ohc engine; 
“Manx” (racing) alloy head and barrel, 
with piston and cam from the same 
source; Amal TT10 carburetor and BTH 
TT Replica magneto; “International” alu- 
minium crankcases, containing a Ray 
Petty balanced flywheel; lowered (by 1- 
inch) racing pattern frame with plunger 
rear springing; girder-type front forks and 
single-leading-shoe front brake. Appear- 
ance: immaculate. 

Many hundreds of miles were covered 
in pursuit of authentic parts. Journeys, 
undertaken in keen anticipation, turned 
into dismal retreats forced by false infor- 
mation and the exposure of imitation parts. 
The abortive trips outnumbered those 
reaching successful conclusion, and 
twenty months, £350 ($800), and untold 
workshop hours went into the restoration. 

The frame was re-tubed on a home- 
made jig, using the original forged lugs; 
the dimensions were taken from a friend’s 
frame borrowed as a pattern. By a stroke 
of good fortune, a racing gearbox had 
been left in place. Jerry wanted the box, 
his friend was searching for an alloy head, 
and Jerry had two. A swap-and-cash ad- 
justed deal was arranged. 

An out-of-the-blue offer sent him on a 
200-mile out-of-hours trip to collect two 
sets of front forks. Unfortunately they 


were not the genuine articles with parallel 
blades, but the tapered Inter type. How- 
ever, perseverance and luck won 
through, and Jerry gained possession of 
the right things, albeit incomplete. They 
were, in fact, lacking everything except 
the two blades. No hassle. It only entailed 
manufacturing thé items in the garden 
shed, with an illustrated spares catalog 
employed to check on the quantity and 
form of the missing parts. The same 
method furnished the frame with the nec- 
essary bracketry. 

Twenty pounds ($46) went towards re- 
seating the cylinder head, while broken 
barrel fins were carefully trimmed down, 
mitered, and rebuilt with welded-on alu- 
minium plate. The TT10 Amal cost £10 
($23), and Jerry parted with £20 ($46) 
and a Lucas magneto to get hold of a 
very rare BTH instrument. Cheaper, but 
conceivably irreplaceable, was a rubber 
saddle at £5 ($11). 

Aluminium wheel rims were obtained, 
and an acquaintance provided a single- 
cam brake back plate to fit the conical 
hub—with some modification. A black- 
and-silver paint job, much care to ensure 
that most of the Castrol-R stayed inside— 
and one very spic-and-span Norton made 
its Vintage Racing debut in 1971. 

At Mallory Park, on May 11, 1975, a 
persistent character offered £1,300 
($3,000) for the Norton, cash on the nail. 
Jerry turned him down, of course. 

—Jim Greening 


AT LAST. 


A motorcycle oil with the same 
high-quality standardı as Honda bikes. 
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From the world's most 
experienced name in motorcycling, 
meet something brand-new. Honda 
Motor Oil. A motor oil made to take 
the demands of four-stroke motor- 
cycle engines. With OCP —an 
additive that extends the oil's 
performance over wide ranges of 
engine temperatures and speeds. 
What's more, there's a controlled- 
ash detergent dispersant in Honda 
Motor Oil to help minimize 
combustion chamber ash deposits 
and reduce piston varnish and 
sludge. It's an ideal multigrade oil for 
a wide range of climates, for any four- 
stroke engine. Ask for it at your 
Honda dealer's! 


HONDA 


Motorcycle Oil with OCP. 


©1975 American Honda Motor Co., Inc. 
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Goodyear 
Racing Slicks 





Number One, 





with the help of 


their friends 


Goodyear racing tires 
stand alone in U.S. motorcycle road 
racing. Since their introduction at 
Daytona in 1974, these tires have 
helped Kenny Roberts and Gene 
Romero to five first-place and four 
second-place finishes in the last 
seven AMA Grand National road 
racing events. This record has 
special significance for Roberts and 
Kel Carruthers (above), #1 rider and 


master tuner, respectively, for Team 


Yamaha. Because both Kenny and 


-. Kel worked closely with Goodyear 


engineers to help develop these tires. 


Extensive track testing 


~ isolated the right shape, toughness 


and rubber compounds for these 


_ highly-specialized tires. Kenny’s 
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ability to consistently run at top 
racing speeds gave the tires the most 
demanding test available. His times 
gave us a handle on our progress. 
And his instinctive “‘feel’’ for the 
road was dialed in after each run to 
point the way for continued 
improvements. In addition, former 
World Champion Carruthers added 
his hard-earned knowledge of road 
courses, race conditions and bike 
requirements. We rolled out the 
finished product at Daytona ’74 and 
the rest is history. 

What we learn in building the 
best for the best to ride adds to the 
expertise that is making Goodyear 
the leading name in performance 

motorcycle tires.. ES 
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€ From the instant the starting gate 
dropped until the checkered flag waved, 
Marty Smith dominated the 125cc United 
States Grand Prix. At Lexington, Ohio the 
California teenager thrashed the world's 
finest 125 motocross riders and handed 
the United States its first small-bore grand 
prix victory. And Smith rode to victory in 
both motos with that forceful assurance 
which belongs to any rider who has won 
often, and easily. 

The young American whipped an out- 
standing field. The newly crowned 125 
World Champion, Belgian Gaston Rahier 
led the complete Suzuki team. Number 
two in the world rankings, Gilbert 
DeRoover, brought over his trick Zun- 
dapp. Antonin Baborovsky and Jiri 
Churavy, representing Czechoslovakia, 
had CZ works bikes; and two of Japan's 
best, Yamaha's Yoshifumo Sugio and 
Suzuki-equipped Akira Watanabe, filled 
out the international headliners. The do- 
mestic talent was equally impressive, in- 
cluding among others Tim Hart, Jimmy 
Ellis and Mickey Boone. 

If Smith awed his opponents on Sunday, 
at least it wasn't their first surprise at the 
track. That came on Saturday. Though 
the Europeans may have expected a 
rough motocross course, they discovered 
something far different. The Mid-Ohio 
Motocross Park stretched out as flat and 
unassuming as the green countryside 
around it. What passed for hills and jumps 
were basically man-made, and not espe- 
cially challenging. The course-builders 
apparently tried to push hills into the 
landscape. But the unrelenting Ohio flat- 
ness prevailed anyway. The course 
seemed as hard as it was flat; in places 
the track had been manicured like a half- 
mile. Graded and oiled, the surface glis- 
tened like a Midwestern scrambles 
course. 

The international visitors, after taking 
their ritualistic inspection-walk around the 
track, drifted back to the paddocks where 
vans and trucks of all sizes, shapes and 
hues cluttered the area. Crews quickly 
staked out territory and erected tents and 
awnings, which spotted the green coun- 
tryside with a crazy quilt of colors. Disap- 
pointed or not with the track, the moto- 
cross professionals settled into their 
business. 

The Suzuki pit exuded efficiency and 
confidence. Gaston Rahier, fresh from his 
victory the previous week in Czechoslo- 
vakia, had already wrapped the world 
class championship. About five-five in 
height, and in superb physical condition, 
the 26-year-old Belgian has raced in the 
250 and 500 grand prix classes for ten 
years, but he now specializes in the 125 
class, which has its own special problems 
and requirements. 

"|n the 125 class, you must drive with 
your head, not with the power. If you make 
a mistake on the bigger bikes, you can 
turn on the power and make up for it. 
But that's not so on the 125s. Make a 
mistake and you have lost two or three 
places. You must also be in better physi- 
cal condition. Near the end of a forty- 
minute moto on the big bikes your arms 
OCTOBER 1975 


may get tired, but you can relax a little 
and drive with the power. You must drive 
the 125s wide open all the time, so toward 
the end of a moto your whole body gets 
tired. If you want to win, you must con- 
tinue to drive wide open. With the 125 
you must be in better physical condition 
if you want to win." 

Rahier also offered his explanation for 
the explosive growth in 125 racing. On 
both sides of the Atlantic, the Belgian 
believes, “the 125 class is becoming more 
popular because more young people can 
relate to it. It is a bike-size with power 
that youngsters can handle, and the ma- 
chines do not cost as much as the bigger 
bikes do, so more people can own them. 
This means we have more competitors 
and better competition—and that's good 
for the riders and the fans." 

Towering above Rahier, six-foot Gilbert 
DeRoover looked as thin as a pale 
shadow and about as healthy. Appear- 
ances, of course, deceive; the wiry Bel- 
gian actually has great stamina. The Zun- 
dapp rider spoke almost no English, but 
he was preoccupied anyway. Although 
first place had been decided, second 
place in the world series was still up for 
grabs. And DeRoover was in America to 
protect his position. 

The Czechoslovakian CZ team of Ba- 
borovsky and Churavy was armed with 
two brand-new 125 CZs featuring long- 
travel front forks, air shocks, and huge 
seats which dwarfed the tanks. The pe- 
culiar-looking bikes, reported!y har- 
bingers of an all-out CZ effort ir. 1976, 
reputedly were very quick. Yamaha had 
athree-man team consisting of Yoshifumo 
Sugio, Tim Hart and Bruce McDougal. 
Hart, a big-bore veteran, enjoys riding the 
125 class. His judgment differed sharply 
with Rahier's pronouncements: Hart finds 
the ultra-light 125s much easier to race 
than the larger 250/500 motocrossers. 

In practice DeRoover sampled the track 
early on, and the tall Belgian was all arms 
and legs. When he put his foot out for 
a corner, it looked as if a telescoping leg 
extended almost beyond the Zundapp's 
front wheel. Strange or not, DeRoover 
was unquestionably fast. Jimmy Ellis went 
out on his Can-Am, turning some impres- 
sive lap times, too; in fact, Ellis proved 
to be the quickest American in Saturday's 
practice. 

With a gaggle of riders on the track, 
heavy dust soon became a problem. 
Moreover, as riders tried to go faster, the 
slippery hard-packed track surface began 
to claim victims. Attempting to find places 
with good bite, many riders discovered 
some treacherously slick portions and slid 
out in the corners. 

Gaston Rahier turned some very quick 
laps, though he was both fast and ragged. 
The track surface bothered him, and he 
almost unloaded a couple times at high 
speed. Despite his troubles, the World 
Champion had the day's quickest time, 
and he seemed the man to beat. For him, 
the track improved marginally as some 
berms and bumps formed. During the 
night, however, the promoters opted to 
grade and water the surface. Thus, Sun- 


WORLD 
CHAMPIONSHIP 
IN THE 
HEARTLAND 





International 125cc 
stars come to Ohio, 
discover a hard 
scrambles course, 

and wonder which way 
Marty Smith went. 


By Henry Bolton 
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Akira Watanabe's factory Suzuki looks quite a bit 
like the production RM-125 motocross model. 
day dawned on a track that was once 
again smooth, flat, and hard. 

Sunday morning practice was com- 
bined with the time trials, which deter- 
mined starting positions. Gaston Rahier 
had the best time of the day, though he 
still appeared a bit out of control in spots. 
Tim Hart, boiling along on his Yamaha, 
got around quicker than any other Ameri- 
can rider. And Marty Smith? Well, Smith 
was smooth enough, but his times dazzled 
no one. The smart money went on Rahier. 

Long before noon, the Midwestern 
summer began choking riders. The tem- 
perature soared into the nineties, but 
failed to dry out the wet Ohio air. Oppres- 
sive and overpowering, the humidity 
wasted the riders. At the end of practice, 
even Husky's veteran motocross and de- 
sert rider Nils Arne Nilsson sought medi- 
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cal attention for heat prostration, though 
later Nils announced that he was fit and 
ready to race. 

Rahier worked out a race strategy to 
conserve himself in the Ohio hot-house. 
According to Suzuki's Jeff Burtt, ''Gaston 
would like a fairly good hole shot. If he 
gets the lead, he'll try to keep it; but if 
not, he would like to be in about fourth 
and then make his move toward the end 
of the moto." 

Rahier missed his hole shot as Marty 
Smith blazed off the starting line in a 
crimson blur. Smith's instantaneous lead 
turned into a commanding one. Before 
he completed the first lap, Marty had a 
six-second edge over Husky-mounted Nils 
Arne Nilsson, who looked remarkably 
strong despite his trouble with the heat. 
Dan Turner, an independent rider on a 








125 World Champion Gaston Rahier had been unbeatable until a hard-pack U.S. track psyched him. 
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modified Honda Elsinore, held third; and 
trailing closely in fourth was Rahier, faith- 
ful to his pre-race strategy. Behind the 
World Champion came the fast-moving 
trio of Mark Tyler, Gilbert DeRoover and 
Yoshifumo Sugio. Two American hopefuls 
made bad starts; Can-Am's Jimmy Ellis 
struggled well back in the pack and Tim 
Hart circulated his Yamaha in twenty-sixth 
place. 

Although Smith had opened an amazing 
lead by the third lap, there was plenty of 
jockeying behind the leader. Nils Arne 
Nilsson slid out and dropped from second 
to seventh place. And about the same 
time, Rahier broke traction and lost sev- 
eral positions. Zundapp's Gilbert 
DeRoover charged forward to second 
place, well behind Smith but comfortably 
ahead of the mob. From this point for- 
ward, DeRoover held his pursuers at bay; 
no one got close enough to make a run 
at him. 

Rahier's plan, foiled once by the slick 
track, went to pieces with a second di- 
saster. Dan Turner lost control of his 
Honda in front of the Belgian; the crash 
decked Rahier as well as Turner. The 
Suzuki GP bike went down hard, bending 
the handlebars and tweaking the front 
fork, and by the time the World Champion 
got underway again; he was buried in the 
pack with a crippled motorcycle. Rahier, 
realizing any chance of victory had evap- 
orated, dejectedly limped to the pits and 
retired. 

Another duel had already begun up- 
field. Czechoslovakia's Antonin Barorov- 
sky on his new CZ had been closing the 
gap on third-place Nils Arne Nilsson. 
The wheel-to-wheel match continued for 
several laps, with quarter neither given 
nor taken. On a couple of occasions Nils- 
son would build a fifteen-foot lead, but 
Baborovsky could erase it in the tight 
corners. The Swede's new GP Husky 
proved quicker on the open parts of the 
track; that convinced Baborovsky to make 
his move in a series of tight S-turns. Since 
Nilsson had the inside line, Baborovsky 
drove high into the corner and tried to 
hook by on the outside. The maneuver 
produced a collision, and Nilsson and 
Baborovsky tumbled into a heap. Both 
riders got up quickly, but the battering 
retired Nilsson who had been weakened 
by the intense racing and the heat. Mean- 
while, Baborovsky nursed his CZ back in 
(Continued on page 104) 
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Save up to $50 
on a tune-up. 


You can handle most maintenance and re- 
pair jobs yourself, and save on shop labor 
costs. Chilton's step-by-step, detailed man- 
uals show you the way. They're written by 
rider-mechanics with the knowledge and 
experience to explain in language, photos, 








understand. Choose the comprehensive 
Chilton Motorcycle Repair Manual, the indi- 
vidual Repair & Tune-up Guide for your 
particular make—or our Motorcycle 
Troubleshooting Guide for all two- and four- 
stroke models. They'll really help you do a 





diagrams and illustrations you'll readily 





CHILTON'S MOTORCYCLE 
REPAIR MANUAL 

Everything you need to work on any model 
is covered—model identification; main- 
tenance information; tune-up details; 
engine and transmission removal, repair, 
installation; lubrication system repair; car- 
buretor overhaul; electrical system testing; 
comprehensive chassis procedures. 
Covers troubleshooting and service for all 
components and systems. All necessary 
specifications. It's the most complete 
motorcycle manual available! 1200 fully 
illustrated pages. Written in clear, concise, 
easy-to-follow language. Use the coupon 
to order your copy today. $22.95. 


CHILTON'S NEW MOTORCYCLE 
TROUBLESHOOTING GUIDE 
Shows how to find just about any motor- 
cycle problem quickly and accurately— 


then explains, in simple language, how to 
solve it. Provides everything from basics 
to systematic troubleshooting charts. $7.95 
hardcover, $5.95 paperback. 


CHILTON'S MOTORCYCLE REPAIR & 
TUNE-UP GUIDES 
Written by rider-mechanics—and loaded 
with essential, practical information. Pre- 
cisely detailed preventive-maintenance 
schedules help you avoid trouble. Easy- 
to-follow diagnosis and adjustment instruc- 
tions to keep your bike in street tune. With 
comprehensive, accurate and easy-to- 
follow repair procedures. Guides are 


CHILTON BOOK COMPANY 


CHILTON BOOK COMPANY 
Dept. CM1075, Radnor, PA 19089 


Enclosed is check or money order for 
$22.95. Please send me CHILTON'S 
MOTORCYCLE REPAIR MANUAL. 


Name 

Address. 

City 

Stater oU m e ZI 


O Also send me your complete catalog. 


job right. And save. 


organized for fast help, maximum con- 
venience. Cover all systems and work you 
can reasonably expect to do yourself. 
Helpful notes and cautions avoid possible 
pitfalls and problems—including hints on 
doing some jobs without hard-to-get 
factory tools. The most useful buy you'll 
ever make for your bike. Clothbound, from 
$8.95 to $9.95. Paperbound, from $6.95 to 
$7.95. Check your nearest motorcycle 
dealer for the repair and tune-up guide for 
your bike, or write to Chilton Book Com- 
pany, Dept. MS, Radnor, Pa. 19089. 
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Harley-Davidson V-Twins. 1959 to 1972. 
Harley-Davidson V-Twins, 2nd ed. 
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Hodaka. 

Honda Fours. 1963 through 1972. 
Honda Fours, 2nd ed. Through 1974. 
Honda Singles. 1963 to 1972. 
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Suzuki. 1963 through 1972. 
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Yamaha Street Two-Strokes. 

1967 through 1975. ; 
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| € Honda's team transporter had found GIANT ROARS 
refuge out in back of the parking lot at HONDA: THE 
| Toledo's Holiday Inn West. It was a Che- 
valier motorhome chassis with a boxy 
bunk cab on the front and an aluminum 
truck body behind. The motorcycles had 
been removed from the truck and were 
resting in a rather haphazard row, sup- 
ported by their non-integral stands. Marty 
Smith's main #1 machine was sus- 
pended from an ingenious portable work 
platform. An inverted U-shaped collar on 
the platform straddled the bike and sus- 
b pended it at the handlebars with a chain 
hook. The engine, tank, exhaust pipe and 
seat had been removed. Relative humidity 
and temperature rested at about the 95 
| mark. One of Honda’s two-kilowatt gen- 
> erators was droning away in the back- 
| ground, connected to something inside 
the truck with a yellow extension cord that 
| was too small and too long for the job. 
The truck's doors were swung to each 
| side and fastened. An oxy-acetylene 
welding rig was chained to a support on 
the left door and a tank of nitrogen for 
the gas/oil suspensions was fastened to 
the right door in a similar manner. 
Inside, the truck is arranged as a work- 
shop and parts storage room. The box 
is 16 feet long; eight feet wide and high. 
Built-in wooden cabinets line the sides at 
the top and are joined by a tire and wheel 
rack that runs across the forward wall. 
A couple of steel closets stand together 
at the forward end of the left wall, just 
behind a workbench top that runs across 
the front under the tire rack. An S-K 
[ parts-washing tank butts against the 
! workbench and the right wall and then 
| more workbench continues along the wall 
for about four feet. The bench top is 
end-grain maple. Tool boxes and more 
storage cabinets were stowed under the 
benches and a small air compressor 
chuffing away made the extension cord 
hot. Bare fluorescent fixtures line the right 
and front walls at about eye level. 
A gaunt, bespectacled Abe Lincoln/Art 
Garfunkel of a figure sprints from one of 
the spindly little bikes to a. parts closet, 
to a tool box, and back to the bike. His 
eyes are wide and intense as they scour 


a pair of stripped crankcases in the parts 
washer, cleaning and inspecting. Gaskets RIGHT HAND E: 
are eased off with a stainless steel Snap- 


on scraper. Abrasive oil stones, con- 


stantly washed and trued, are used to Officially he's 


perfect the gasket surfaces. It's Jon C. 


ve Mee mere wem. Marty Smith's 
the younger and less experienced me, Mechanic, 

um to the first truck lumbers up and and guardian of 
signed to tnis tour, Roy Tumer ana Mere the red racers. 
featured wit ‘straight, shoulder dongth The name is 

faced bear. Both men obvious ee eui. Jon Rosenstiel, 
Stretch and yawn, unable to focus,” DUT everyone 


“Hi, Jon R. What’s happenin’? Boy, am 


| bushed. Been at the wheel all night while calls him Jon R. By Jess Thomas 
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“The best tire to use 

is the lightest one that 

will give acceptable traction 
for one moto." 





that turkey was sacked out," shouts 
Turner. 

"Yeah, sure, you Romeo," counters 
Anderson. “He just woke up when | pulled 
off the pike and says, ‘Guess | can drive 
a while now’.” 

The two continue to hassle and jab 
each other back to life until Rosenstiel 
finally asks if they had any more tire trou- 
ble with their truck. The voice is a flat 
monotone, soft and somehow deprived of 
force by energy spent elsewhere. Feeling 
rewarded at having captured his atten- 
tion, the two trot over to the tennis court 
and sluggishly start a game that shortly 
warms into being merely awful. The ritual 
soon brings about the desired change of 
season in their faces, though, and they 
go off to check into their rooms. 

When Roy and Merle return, they un- 
load the second truck, set up shop, and 
begin their work. Each man is responsible 
for one rider’s machines: one main and 
one backup bike for each class entered. 
For this race, Jon R. has Marty Smith’s 
125cc bikes for the National Champi- 
onship feature race, Merle has identical 
machines for Tommy Croft, and Roy is 
in charge of Pierre Karsmakers’ 250cc 
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machine for the supporting event. 

After each race, the main bikes are 
completely stripped and every component 
is thoroughly inspected before reassem- 
bly. Any parts suspected of being defec- 
tive are carefully labeled and stored for 
return to the factory. Many parts are 
strictly one-race items: pistons, rear 
sprockets and chains are replaced, cheap 
insurance against failure. Scrupulously 
maintained notebooks on each engine 
establish any patterns of failure as early 
as possible. 

These team bikes are genuine factory 
racers. They are hand-built in the race 
shop of Honda Research and Develop- 
ment, Ltd., a separate company that is 
relatively autonomous from the parent 
Honda Motor Co., Ltd. and its U.S. sub- 
sidiary, American Honda Motor Co., Inc. 
Any machine produced in the Honda 
R&D shop carries the distinctive RC- 
prefix model and serial number and an 
equally unmistakable tool-room look to its 
manufactured parts. As a result of the 
time required to make such special parts, 
and the huge number of projects filling 
R&D’s daily schedule, spare parts must 
be ordered far in advance. 

But for all the effort and expense the 
bikes represent, no special magnetic- 
particle or dye-penetrant fracture testing 
is used to check the components on a 
weekly basis. Apparently none is needed, 
for the team has amazingly few mechani- 
cal failures. Conventional preparation and 
the proverbial 90/10 ratio of sweat-to- 
genius combine to keep the team in top 
shape on the mechanical end. 

After cleaning and inspection, all the 
painted parts on the bikes are touched-up 
with spray cans, so the machines look 
almost new as they roll out for technical 
inspection at the races each week. 

The rebuilding routine consumes an 
average of 30 hours per week. Unless too 
much time is spent driving to the next race 
location, improvements to the trans- 
porter/shops are made and the hours 
may be found to do some experimentation 
with the bikes. If there is no crash damage 
to make right, the guys get to knock off 
work between five and six in the evening. 
With a schedule that keeps them away 
from their Los Angeles-area homes some 
25 weeks during the year, the evening 
relaxation is necessary to restore enthu- 
siasm for a largely-repetitious workday. 

For extra responsibility, and for being 
on the road so much, the Honda me- 
chanics get a 50-percent bonus above 
the base salary for an equivalent job at 
the home office. An additional living al- 
lowance pays for dinner at a good steak- 
house when they feel like it. Roy and 
Merle are bachelors and they will some- 
times "check out the local dive," though 
Merle took a lot of kidding for being so 
straight-arrow lately due to the influence 
of a pretty brunette who worked for the 
Honda dealer in. Elkhart, Indiana. 

But mostly the guys go to a movie or 
watch TV or bench race and harass each 
other in the evenings. While there is a 
fair amount of friendly interchange with 


the mechanics of the other teams over 
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supper and a beer, there is never any talk 
that is technically specific. They are ever 
aware of the competitive nature of their 
business. 

Even in the evening, Jon R. (never 
addressed by any other name) is illat ease 
when he’s not working at filling out his 
personal notebook or keeping the parts 
inventory up to date. Maybe it’s partly a 
basic shyness, buthe’s constantly fiddling 
with his watch, moustache, a pencil or 
paper clip or anything. Conversations 
eased away from nervous formality after 
a couple of days when he saw he wasn’t 
going to be subjected to some kind of 
Mike Wallace-type big-deal interrogation. 

Jon R.’s father was a farmer in Illinois 
when the son came along 32 years ago. 
Then there was a farm implement busi- 
ness. The boy grew up with a day-to-day 
confrontation and understanding of ma- 
chines and tools. Taking apart radios and 
reading electronics handbooks led to his 
getting a ham license for a while as a 
teenager. Then the senior Rosenstiel 
opened a truck and heavy equipment 
repair garage about the time of the big 
motorcycle boom of the mid-Sixties. Jon 
bought a Honda to ride to work at the 
garage. Soon the family had a partnership 
in the local Honda agency and Jon di- 
vided his time between repairing diesel 
engines and Hondas. Just before joining 
the Navy, he became fairly adept in the 
local scrambles races. 

After returning to Illinois for a while to 
work in the Honda shop, Jon R. decided 
to move to Southern California for a 
change of pace. In 1970 he wrote to 
American Honda’s service department to 
ask if they knew of a position open in an 
L.A. area dealership. The answer was a 
call from one of Honda’s employment 
counselors to take a series of tests in St. 
Louis. A couple of months later, a man- 
ager from American Honda's Product 





Testing Department called and hired him 
over the phone. At Honda, he was a de- 
velopment mechanic for 2% years before 
going to the racing department. 

Jon Rosenstiel feels good about what 
he's doing and figures that he is ade- 
quately paid. He wouldn't change his 
situation just to be changing, and hasn't 
considered what he would do if Honda 
suddenly quit racing. ''l'Il worry about that 


"Marty's just a baby now. 
If he can sustain his drive, 
he'll be a World Champion 
within two years. 





The Giant 


pays him 
to be right, 
and Jon R. 
knows it. 
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If he makes 

a mistake, 
omnipotent 
Honda can lose. 


















| "Ain't nothin’ Pierre 
ain't hard on, 
least of all himself.” 
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when the time comes." The six- and 
sometimes seven-day working week suits 
him. “If | weren't on the road working, 
l'd spend the weekends and nights work- 
ing on Warren's bike." Warren Reid is his 
16-year-old stepson—who is accompany- 
ing the team on this trip, helping out 
whenever possible, and campaigning a 
125 Elsinore of his own. Warren's mom, 
Jon's wife of two years, is described as 
“vital and self-assured” by Jon's friends. 
He says that she does not object to the 
long absences because “she works as 
hard as | do and has many interests. And 
it sure is nice when | come home." 

Jon R. is an exacting taskmaster. No 
matter how relaxing and prolonged an 
evening's fun may have been, he is up 
and rousting the others at 7:30 on work 
mornings. Though the mechanics are of- 
ficially equal in status, he clearly is the 
first among these equals. There is never 
even a grudging glance in negative reac- 
tion to what he says. Roy Turner is in his 
second year on the team and he works 


almost entirely independently. But both 
Merle Anderson and his rider, Tommy 
Croft, are new to the team this year and 
Anderson checks his decisions with Jon 
R. frequently. How tight should a bearing 
be or how much play should there be in 
a shift linkage? Experience knows. 

On the final day of preparation, your 
Man On The Spot slept a little late and 
got out to the trucks about nine, to be 
greeted with a barrage of static about how 
soft a life it must be to work for a maga- 
zine, etc., etc. from Turner and Ander- 
son. Jon R., already in high gear and 
moving like a cat, barely looked up from 
his work. The crankcases for Marty 
Smith’s spare engine were smoking-hot 
on a Calrod hotplate. He lifted the right 
half from the plate and his hands flew to 
assemble the crankshaft and gear clus- 
ters init before it cooled enough to tighten 
the bearing fits. Screwdrivers stabbed 
home from about two feet out. The tools 
moved like extensions of his hands. The 
left case half was eased onto the assem- 
bled right one and mated with a deft swat 
from a heavy plastic mallet. The eyes were 
never anywhere but where the tool was 
going to impact; there was no wasted 
motion or energy. The same artist’s-brush 
precision was displayed with a vise, and 
a pneumatic impact wrench. 

Only after the last engine is carefully 
stowed away, ports taped and quirks re- 
corded, will Jon R. stop to talk and ex- 
plain. Despite the complete tool-room 
origins of the 125s, they are remarkably 
similar to the production bikes. To be 
sure, there is titanium and magnesium 
and chromium-molybdenum alloy where 
you'd find steel and aluminum pieces on 
the production counterpart, but the 
frames, engines, and wheels appear very 
similar. Appearances aside, the RCs 
turned out to be so light that some ballast 
was required to meet the minimum weight 
requirement imposed by the AMA and 
FIM. The solution was one typical of 
Honda R&D: they cast heavier cylinder 
heads in solid copper. 

There are pairs of fork bridges stored 
away that have varying amounts of steer- 
ing offset to comply with the style and 
strength differences of riders, and the 

(Continued on page 103) 
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hice THING HAPPENED on Saturday afternoon. I rolled out my new | 
Kawasaki Z-1 and four hamburgers burned-up on the Stevenson's barbeque; the 
Brady’s livingroom never got painted; the Kresser’s livingroom gathered more 
dust; the Gelbert’s tennis match was pointless; Lisa Harwayne’s piano lesson went 
flat; and 23 snails, 12 slugs, and at least 17 beetles had the Howell’s 
garden for lunch. | 

The thing is, I remember back when a flashy new car would draw guys in our 
neighborhood away from their appointed week-end tasks (irritating the ladies 
no end). I guess times have changed. I can't say it was my Z-1 itself that did the 
trick. I mean, not everybody knew he was lookin’ at a 903cc, 4 cylinder, 4-stroke 
legend — maybe the best touring bike ever made. 

They know that now, but I kinda think it was the idea of a motorcycle that 

turned 'em on. Like way down deep each guy sort of understands motorcycling, 
evenif he's never had a riding experience. Don't ask me to explain that experience. 
Its a feeling. Not that junk about the sun on your face and wind in your hair. 
It’s more an urge to get on a bike and...just...go. With a secret notion you won't 
want to come back again. Besides, it's good looking at the world without looking 
through a windshield. 

‘Course I didn't mention any of that on Saturday. I figured Kawasaki 
keeping quiet might restore peace in the neighborhood. lets the good times roll. 











Good times include riding safely. We recommend wearing a helmet and eye protection. keeping lights on and checking local laws belore you ride. See Yellow Pages for nearest Kawasaki dealer. Member Motorcycle Industry Council. 
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9 When it comes to racing, Honda hates 
to lose. In the 1960s the Honda Motor 
Company went after the world roadracing 
championships with one, two, four, five 
and six cylinder machines, and Honda 
conquered all. After winning the 50cc, 
125cc, 250cc, 350cc World Champi- 
onships and the 500cc Manufacturer's 
title, Honda withdrew their fantastic ar- 
mada from Europe and returned to Japan 
in 1967. The factory officially appeared 
at Daytona in 1970 with 750cc works 
bikes which disappeared after bagging 
the 200-miler. To this day, virtually no one 
knows anything about these champi- 
onship motorcycles. 

In racing matters the Japanese worship 
secrecy with genuine fervor: they closely 
guard all information concerning their 
factory equipment. Much of Japanese 
racing technology only reaches the pro- 
duction line years later—and sometimes 
not at all. After eleven world motocross 
titles and seven years of domination in 
three grand prix classes, the paying cus- 
tomer has been able to buy very few GP 
innovations from Suzuki. 

Yamaha has likewise moved forward 
and backwards with equal mystery. Ya- 
maha won the 1973 250cc World Cham- 
pionship in motocross with a bike which 
had conventional rear suspension; 
meanwhile, the production-line moto- 
crossers were fitted with Yamaha's mon- 
oshock system. Since Kalevi Vekhonen's 
championship title, not a single Yamaha 
GP Monoshocker has made a title threat. 
Technical information about Yamaha's 
factory motocrossers, past and present, 
lies behind a thick wall of secrecy. 

That Honda, the all-time champion of 
secrecy, stays lip-locked about its, works 
motocrossers should not surprise you. 
But this situation is nevertheless con- 
founding. Cycle's staffers have dug 
deeply into the bowels of Jim Pomeroy's 
Bultaco, Ake Jonsson's 400 Maico, the 
360cc Husky Mikkola bike, Can-Am's GP 
racer, and Jiri Falta's CZ replica. All fac- 
tory racers have different porting config- 
urations, carburetors, pipes, suspension 
units, tires and chassis; yet they can be 
championship bikes. In general, the Eu- 
ropean factories delight in showing jour- 
nalists the close, or sometimes distant, 
relationship between their works equip- 
ment and production-line bikes. But not 
the Japanese. 

Secrecy becomes understandable 
when victory utterly depends upon small 
technological margins. But a grand prix 
motocross victory rests on three equal 
parts—the rider, the preparation and the 
machine. Joel Robert was World Cham- 
pion on a CZ before joining to Suzuki; 
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Ake Jonsson trampled the competition in 
the Trans-AMA on a Maico and then 
switched to Yamaha; Jim Wienert was the 
500cc national champion on a Kawasaki 
before being bought by Yamaha; and 
Gary Jones was three-time AMA 250 
champion on three different bikes: Honda, 
Yamaha and Can-Am. Though the equip- 
ment is only one element in winning, the 
Japanese stay mum. Honda volunteers 
very little information about works 
bikes—and treats detailed questions as 
unneeded and undesirable prying into 
official factory business. 


Honda's 
RC 400 
Factory 


It's much easier to find out how the 
motocross effort fits into the Honda orga- 
nization. Honda handles open class 
motocross quite differently than their rac- 
ing offensive of the 1960s. Similar to the 
Baja program, the distributor (American 
Honda) is the official racing sponsor in 
motocross. This shields the Japanese 
factory from any embarrassing failures. 
But the factory connection is very real. 
The US racing department (the Sports 
Division) is strictly controlled by Honda’s 
service director, Mr. Teruhisa Ohki. 


American Honda purchases the RC 400 
37 
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Honda pointed the works 400 red, 
hired Pierre Karsmakers to win 
the AMA Open Motocross 
Championship on it, and clamped 
a lock on further details. 

So Cycle started snooping... 





Dennis Blanton, American Honda's Racing Co- 
ordinator, is in charge of team logistics. 


works motocrossers from the factory. 
Each one of the open-class RC moto- 
crossers carries a value of $30,000; that’s 
$12,000 above the Honda works 125s, 
and about $5,000 less than Suzuki claims 
for their GP bikes. Honda has tailored the 
open-class RC models to North American 
circuit racing, including the AMA na- 
tionals, Trans-AMA series, and U.S. and 
Canadian Grands Prix. None of the 
open-class RCs are raced in Europe or 
Japan. The single exception has been 
Pierre Karsmakers’ appearance at the 
British 500cc championship round. 
Honda first jumped into the open class 
two years ago when Gary Jones rode a 
360cc machine at the Carlsbad Grand 


- Prix. Shortly thereafter Honda Motor 


Company sent over short-stroke 360cc 
and long-stroke 400cc bikes for testing 
and experimentation. With the bikes came 
a group of factory engineers to watch, 
study and work on the bikes during the 
1973 Trans-AMA series while Marty Tripes 
and Gary Chaplin raced the machines. 
Forthe following season Honda produced 
more developed versions raced in the 
1974 Trans-AMA by Richard Eirstadt. 
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In 1974 all the Honda RC works mc- 
chines—125cc, 250cc and Open—de- 
buted in a new, brilliant fire-engine red. 
Campaigned with the works bikes was a 
four-stroke motocrosser privately devel- 
oped in American Honda's race depart- 
ment. Rex Staten rode this 400cc-plus 
single in numerous local and national 
events. The bike sparked enormous in- 
terest, and many observers thought it a 
genuine factory racer. It wasn't. Indeed 
the four-stroke would soon be pensioned 
off as Honda intensified their effort in the 
Open class with the two-stroke RCs. 

Entering the 1975 season Honda had 
already collected two national champi- 
onships. Gary Jones won the 1973 250cc 
title, and Marty Smith owned the 1974 
125cc number-one plate. The national 
500cc crown and Trans-AMA champi- 
onship had nevertheless eluded Honda. 
To undercut Yamaha's chance at the 
1975 500cc national title, Honda bought 
Pierre Karsmakers away from Yamaha, 
and this buy-off made Karsmakers the 
highest paid motocross star in the United 
States. Honda was deadly serious about 
winning. 

Honda's factory racing department built 
no more than six RC 400s, and three were 
prepared for Karsmakers' 1975 season. 
While the frames were made of chrome 
molybdenum steel tubing, the heavily rein- 
forced swing arms were all thick-wall alu- 
minum tubing. Weight considerations, of 
course, ruled out a steel-tube swing arm, 
andthe thick-walled aluminum proved stiff 
enough to resist flexing. 

The chassis geometry of the RC 400 
resulted from experimentation with the 
early CR-250s. George Etheridge of 
Honda's product testing department had 
developed a successful chassis modifi- 
cation for the 250 Elsinore. The CR-250 
frame was cut at the head and the steer- 
ing neck was moved straight back. This 
modification shortened the wheelbase but 
retained the same fork angle. By placing 
more weight on the front wheel, the CR's 
inherent cornering washout was elimi- 
nated. 

The open class racers can use four 
different engine configurations with three 
different capacities. The early short- 
stroke 360 was joined by two other over- 
square engines displacing 400cc and 


450cc. This selection gave Karsmakers 
three short-stroke, high-revving en- 
gines—and a more gutty undersquare 
400. First used in 1973 the super-powerful 
450cc engine originally could use both 
four and five speed gearboxes; however, 
the engine developed too much power for 
either transmission and Karsmakers found 
the engine unacceptably powerful. 

Though Karsmakers used short-stroke 
360 and 400 engines early in the 1975 
season, they made the bikes difficult to 
ride: it was impossible to get the power 
on the ground. Both short-stroke engines 
had power curves similar to the very pipey 
RC 250 machines. As delivered from the 
factory, all the open class engines repu- 
tedly produce over 40 bhp; and when the 
big engines hit their power peaks, the 
bikes lost traction. 

After sampling those problems, Kars- 
makers moved to the long-stroke 400 with 
its five-speed gearbox. Although the short- 
stroke RC motocross engines use a 
crankcase reed-valve induction system, 
the long-stroke 400 is a basic piston-port 
intake design. The undrilled (no windows) 
400 piston employs two conventional 
rings rather than a single Dykes-type 
found inside most works engines. 

According to Honda, the design of the 
RC 400 engine is nearly identical to the 
production Elsinore 250. Materials of the 
RC engine are, however, much different. 
Crankcases and covers are sand-cast in 
magnesium, and the cylinders and cylin- 
derheads are produced in die-cast alumi- 
num. The hemispherically-shaped com- 
bustion chambers are conventional 
enough, but unlike the production en- 
gines the 400s use special pistons. The 
engines are held together by titanium 
case screws. 

Nominal venturi size of the carburetors 
varies with the altitude, track and weather 
conditions. Keihin carburetors (made by 
a subsidiary company of Honda) are made 
to order for the RC bikes. Slower, tighter 
courses might require 36mm carburetors, 
whereas 41mm instruments would be fit- 
ted for fast high-horsepower tracks. Lo- 
cated behind the Keihin carburetor is a 
still air box with an oil-soaked foam filter. 


` The long front fork which has more than 


eight inches of travel dictates an up- 


(Continued on page 102) 
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* Even when he's not wearing motocross 
shoulder pads Jimmy Ellis looks a little 
top-heavy, like a middleweight contender 
who can crack ribs with a left hook and 
has the champion thinking about retire- 
ment. Ellis won't be out of his teens until 
mid-October, but he already has the taut 
musculature and fluid movements of a 
mature athlete, with both the appearance 
and manner of one who hasn't been a 
kid for a very long time. His responses 
to an interviewer's questions contain nei- 
ther false modesty nor braggadocio; he 
simply has the calm confidence of a pro- 
fessional who knows he's very good at 
his demanding job. 
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"| roadraced seven times 
and crashed six, 
but it was still fun." 


You don't do what Jimmy Ellis does 
without experience, and you don't have 
that at his age without starting to race 
while still very young: 

"| got a Yamaha 80 when | was nine 
years old; it was really fun. The first time 
or two was just for fun but then I started 
kind of trying. For a while | was always 
fourth, | came in fourth for more than half 
a year, and then finally it was fun but it 
was also more of a challenge. You know, 
my father and | went to win, so he got 
me a 100cc Bultaco and that ran pretty 
good. | started winning everything 
around. | won my first championship on 
the Bultaco; then | went to a 125 Yamaha, 
and after that right on up the line. 

"My father is my mechanic, and he kind 
of pushed me along through the years. 
He'd get me out to run, tell me to get 
out and do my exercises, and when to 
load the bikes and get some practice. 
Riding was something | mostly picked up 
as | went along, but | did have a little bit 
of help there because | always used to 
hang my knees out—just let them flap in 
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the wind. And it took my father nearly two 
years to get me to keep my knees in 
against the tank. My father and | have 
our faults but we get along pretty good. 
I'm there, and | do the things I’m sup- 
posed to do, so he doesn't bother me at 
all now. And I'm married, so | don't have 
any hassles at home. 

"| never liked school, so you couldn't 
say | lost interest when | started racing. 
| graduated and everything, but it was a 
really easy school. It didn't have many 
people in it and | knew everybody in 
School, every single person—that's how 
big it is. | didn't go out tor sports because 
they took too much time. The only sports 
we had at my high school was soccer, 
baseball and basketball. | was too small 
for basketball. Besides, for baseball you 
had to practice after school for two or 
three hours and play games on Saturday, 
and that was when I'd be on my way to 
the races. | just couldn't take the time. 
Motocross was my high school sport. 

"| became a professional about four 
years ago when | was riding a 250. | 
figured it was time to go to something 
different, something better and faster. 
There was one professional race in New 
York | always went to, at Unadilla, and 
| rode that for three years before | went 
racing full time. It was always fun to go 
there and race against the Europeans, 
to see how fast they really did go—and 
| was really impressed. | was always good 
in New England, but | wanted to race 
against the faster guys. And when | did 
| just couldn't believe they could go as 
fast as they did. They were so smooth, 
and | couldn't believe the way they went 
around corners and through the bumps, 
the moguls. That's when | started thinking, 
‘Boy, | can go faster than what I’m going 
right now.’ 

“You can learn an awful lot just by 
watching the Europeans. There was one 
race a week ago, the 125 GP, and | 
learned so much at just that one race. 
Like, l'd go into a corner using the front 
brake and l'd have to let off before | got 
to the corner because | was braking too 
early. And if | was slowed down enough 
ten feet from the corner that was ten feet 
farther | could have held the throttle on. 
That's a mistake l've always made and 
now I'm trying to do it different. You gotta 
use the front brake a lot; not so much 
the back brake but a lot of front brake. 
It's just about the same thing as road 
racing. | /ove to roadrace. It's so much 
fun. | roadraced seven times, and crashed 
Six, but it was still fun. 

"You can't learn much in local events; 
you just kind of get off the line and go. 
Like, in local races the past two years 
I'd just sit on the line and wait for every- 
body to get through the first corner before 
I'd start. Not to show off, but to get prac- 
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tice. The only useful practice was going 
through maybe 35 guys, so l'd sit on the 
line and then go through the pack and 
come in. Jumping out front and riding 
around a hundred feet in front of every- 
body does nothing to improve me. 

"| don't know the whole story of how 
Can-Am got interested in me, but it had 
something to do with a bike shop in town 
that was going to get a Can-Am dealer- 
ship. They were going to race and they 
wanted a rider; they were talking to me 
aboutit. They asked somebody at Can-Am 
to come to a race where | was going to 
ride three classes: 125, 250 and open. 
| was supposed to ride a 125 Yamaha, 
but it turned out not to be fast enough 
at all. Can-Am had loaned me one of their 
125s to practice on around home, to see 
how | liked it, so | went home and got 
that. The next day | won the first 125 moto 
on the Can-Am, which was box-stock, 
right out of the crate, and all beat up. 
In the second moto | was second, and 
in the third moto | was fourth. But then 
in the 250 and Open I won all the motos. 
| rode for about three straight hours with- 
out taking my helmet off. So | guess they 
figured 'Wow, he goes fast on a stock 
Can-Am; let's see what he can do with 
a factory ride.’ That's how it started, | 
would guess. 

"Professional racing is a good thing for 
me. I'll make probably $35-40 thousand 
by the end of this year. You can make 
an awful lot of money in racing if you're 
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Waiting toserve you in Brooklyn. 


At Carbooks of Brooklyn we have the largest selection 
of automotive literature on the East Coast. 
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Gift Books 

Browse to Your Hearts Content 

More Books to Choose from than in our Ads or 
Catalogs 

e Many Unadvertised Specials 


You know Carbooks as one of the biggest car book mail 
order firms in the country. Now we have a retail store 
where you can come in, browse, and buy the books you 
want. 


Easy to reach from everywhere! 
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Hank Kashiwa did . . .and won! 
Number one on the pro circuit, Hank used all American equipment: 
Hanson Boots, Hart Skis and Allsop Bindings. 


Coming Up.... 


Emphasis on Price.... 
Durability.... 

Softer Flex for the 
Recreational Skier! 


“The Animal” Destroys 


Skis ...Tim, affectionately 
called "the Animal", for his 





power on the slopes, de- 
stroyed three pairs of $200 
skis within three days. The 
Skis were '76 models! The 
group from the Ski Barn 


immediately recognized the 


responsibility toward their 
customers and set out to 
test their purchases made 
for '76! Six weeks of inten- 


Sive testing produced a tried 


and true evaluation for "The 
Hot Dog Circuit". The Olin 
IV tested out as "The Animal 
Tamer'! 


OLIN SKIS 


The Ski Barn proudly 
offers Olin’s complete line. 
The Olin IV needs no intro- 
duction, it’s number one on 
the hot dog circuit, it’s the 
indestructible performer! 
The Olin Ill, a favorite among 
recreational skiers, hides 
mistakes with its quick re- 
covery and forgivingness. 
Makes conquering the steeps 
a real ego trip! 

Pictured, Captain Blast, 
Ray, Rich and “the Animal”. 
The Ski Barn Team who 
spent six action packed 
weeks putting miles on our 
collection of '76 skis. We 
know the best of the best 
and we have it! Come in, 
together we'll select the ski 
to meet your own individual 
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demands and needs. Your 
equipment is your invest- 
ment in good development 
and in Happy Skiing! 


A Special at the 
Ski Barn 


A $50 rebate on 
Hanson's Exhibition 
Soft, special Hanson 


boot for ladies, with 
the purchase of any 
American Ski! .. . 
Olin, Hart, K2, Lange, 
Rossignol (made in 
Vermont) or Hexel. 
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SKI BARN 125 Paterson Ave., Little Falls, N.J. 07424 


(201) 256-8585 


Open 7 Days a Week. 


“PII make thirty-five to forty thousand dollars by the end of this year. 
You can make an awful lot of money in racing if you're winning a lot." 


winning a lot. There's the prize money, 
plus support from the factory—if you're 
good they'll pay you more. You could 
easily come out of it with close to a 
hundred thousand dollars a year. And my 
father gets paid by Can-Am now. He flies 
to all the races, or sometimes drives there 
in his motor home, and he does all the 
work on my bikes. It's a lot of work be- 
cause it's a long season. | started on 
January 27th this year, and it will go on 
until December. You get a race just about 
every weekend, with maybe one week off 
every two months. 

“Td like to race more against the Euro- 
peans. We only get to do that maybe three 
or four times throughout the whole year, 
and that's not enough. | was hoping to 
do real good on the AMA circuit this year. 
| thought maybe if | did l'd try to go race 
in Europe next season. But this year has 
been so-so, and I’m going to try it again 
next year and think about Europe after 
that. | want to get good enough to beat 
everyone here, not just the guys in New 
England. When | can do that | figure PII 
be ready to go to Europe. | don’t want 
to go over and make a big fool out of 
myself, and | figure as long as there’s 
someone here who can finish in front of 
me, there’s still something to learn here. 

“Most Americans aren’t dedicated 
enough to do it like the Europeans, and 
that’s why the Europeans win. They set 
back for the. first half of a race and go 
fast in the second half, while most Ameri- 
cans will go fast in the first and slow in 
the second. The Europeans pace them- 
selves. They'll let you get way ahead and 
think that you're winning it, that you've 
got it made. Then all of a sudden they 
put their plan into effect, and before the 
end of the race you've been blown right 
into the woods. 

“In all the big races there's a lot of, 
well, | wouldn't call it dirty riding, but 
nobody gives much and people will take 
a dive on the inside of you. And if you 
don't do that, a lot of times you just won't 
win. If you wait to pass a guy for five laps 
when you could have got around him on 
the second lap by just going underneath 
him in a corner and touching his handle- 
bar . . . well, you know which is better: 
you touch his handlebar. 

"| like a slow, tight track because the 
Can-Am's good for that. You can get 
around a corner quick; you just go racing 
in and come out hard. They're really good 
for that. They have a lot of low-end torque. 
But there isn’t much difference in the 
equipment. It’s always been about 80- 
percent rider and 20-percent motorcycle, 
though you do need a good motorcycle 
under you to do good. More than anything 
else you need to be in shape for the 
40-minute motos. You need a bike that 
works good, that handles good and has 
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a good motor, and then you have it 
dialed—unless you run out of steam your- 
self. No matter how good the motorcycle 
is, if you run out of steam you might as 
well forget it. 

“Someone, | think it was Muhammad 
Ali, said if you don’t ever take a chance 
you'll never know whether you could have 
done something. But you can only take 
a certain number of chances in a race. 
You find out there are things you think 
you can make that you just can’t. That’s 
how a lot of people get hurt. Excuse the 
expression, but it’s like when they say a 
kid is all balls and no brains that he’s 
going to hurt himself. That’s how it was 
for me last year when | crashed and broke 
my pelvis—and that crash probably did 
me more good than harm. When | came 
back to riding | was much smoother and 
faster; | thought a lot more before | went 
out and did something. When you’re lay- 
ing there in that bed for six weeks you 
think, ‘Well, this isn’t the hot setup,’ and 
then you start cooling it, using strategy 
and planning your moves. That’s the way 
you get faster. Usually something will 
happen in a race, like the bike will slide 
out or l'Il run wide on a corner, but | don't 
usually go over the handlebars. 





; ; nobody gives much and 
people will take a dive 
on the inside of you." 





"Most of my weekends are spent run- 
ning against the same bunch of guys until 
the Europeans come over. Then every- 
body sits on the line all scared because, 
'Wow, all those guys go so fast,' and it 
just demoralizes their heads. That's why, 
if we could ride against them more it 
would be a lot better. The Europeans 
aren't really faster than the Americans, 
and we aren't faster than they are. It's 
just that we don't last as long as they do, 
and that's why an American hasn't won 
a world championship. Some of that is 


physical conditioning, and some of it is 
experience. The youngest of the Europe- 
ans is Roger Decoster and he's 27 or 28 
now, and the oldest is 34 and they still 
go really fast and most of it is experience. 
They know when to relax, so they don't 
get tired out. 

"Riders have different styles. It's all 
pretty instinctive, but a guy—especially 
your mechanic—can tell you that you've 
got to go faster someplace on a course 
because that's where people are catching 
you. Some people cross up over jumps, 
some just flat-jump it. A lot of the jumping 
is just for show; | try not to do that much. 
A lot of people do but my father never 
liked me to do that; he'd always yell at 
me if the front tire came off the ground. 
He never liked any of that stuff because 
it’s just showing off. 

"Everybody tries to get more horse- 
power and more torque than anybody else 
because that way they can beat everyone 
into the first corner. Usually, if you've got 
more you can do that. And most guys 
think if they've got more power than the 
rest they'll do better than anybody else— 
at least that's what they figure. You can 
use the power if you can get it, especially 
in a 125. The 250 Can-Am has plenty—for 
a stock, standard motorcycle it's really 
good. But what | like best is an engine 
that's always there. | wouldn't care if it 
only made one horsepower as long as 
it came alive at nothing, maybe 3000 rpm, 
and worked right up to 11,000 rpm. That 
way no matter what gear it was in you 
could just roll it on and go. 

"There's only one bike around that's 
the way I think they should be. The Can- 
Am does it pretty good and it has a lot 
of horsepower; my motocrosser starts 
working at 6000 rpm and goes to 9- or 
10,000 rpm. It’s good—there’s nothing 
wrong with it—but in this respect the Ya- 
maha is better. Not the new Yamahas so 
much, but the older ones. They'd come 
on at 3000 and go to 10,000 rpm and 
that's the way | like an engine to work. 
Even now the factory Yamahas go from 
4000 to 10,000 rpm and that's an advan- 
tage for them: they don't make you shift 
or pull the clutch four times coming out 
of a corner to get the rear wheel turning. 

"Tires can make almost as much dif- 
ference asthe engine. The tires that come 
on some of the bikes today have the tread 
knobs going right around the sidewall. | 
don't like those tires. With those tires it 
seems to me when you lay the bike over 
it wants to stand back up again. Tires with 
knobs close together, like the Metzeler 
and some others, are good for hard 
tracks. But the four-fifty Trellborg has its 
tread spaced so you can use it in the sand 
or almost anything—anything but hard- 
packed clay. 

(Continued on page 100) 
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Kawasaki's KD 175 stripper 
play bike is a production 
concept of a decade-old 

idea. Its use is restricted 


and its practicality confusing. 


[ONUS 





9 |f you started counting heads of off- 
road riders in America, you'd better be 
able to count to four million. This enor- 
mous number covers all sorts of riders— 
from pussycat trailriders to the dedicated 
mud-treaders, rock-splitters and cliff- 
climbers. For this diverse group, manu- 
facturers build three basic types of mo- 
torcycles: dual-purpose, street-legal trail 
machines; genuine enduro bikes with 
speedometers and headlights; and racing 

















machines for motocross and cross- 
country competition. 

These days, however, manufacturers 
must do more than build motorcycles for 
particular kinds of enthusiasts. Increas- 
ingly, the industry must develop machines 
which also meet legislative or bureau- 
cratic promulgations directed at motor- 
cycles. A manufacturer may deal with 
government regulations in a couple of 
ways. A new product can meet every 
current, legal requirement point-for-point, 
or can be built to side-step and escape— 
at least temporarily—current or impending 
restrictions. With the KD 175, Kawasaki 
has taken the second option. 

Though it may look like an outgrowth 
of the decade-old, home-made play bike, 
the KD 175 certainly isn’t. Rather the new 
175 is a brainchild of Kawasaki's market- 
ing department which wanted a motorcy- 
cle designed to out-flank legal restrictions 
on the sale and use of current street-legal 
trail bikes. Kawasaki’s American market- 
ing department believes that strict licens- 
ing, emission requirements, and more 
sophisticated customers will eventually 
shrink the market for the traditional dual- 
purpose two-stroke motorcycle. Further- 
more, these same marketeers think that 
competition-type enduro bikes may even- 
tually become illegal in off-road riding 
areas. While other companies may view 
the future of off-road motorcyling in 
slightly: different terms, there’s a general 
agreement on the direction of change: 
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new off-road motorcyles will show in- 
creasing specialization. 

In a sense, the KD 175, is a stripper. 
Kawasaki tossed out all items not essen- 
tial to either off-road competition or street 
riding. The KD has no equipment which 
makes its companion bike, the KS Enduro, 
a street-legal motorcycle. Basically, 


though, the KS and KD bikes share fun- 
damental mechanical components. 
KD and KS 175 engines are updates 





of the older F-7 units. The old and new 
engines produce the same amount of 
power (F-7: 15.11 bhp and 11.37 Ibs/ft 
torque; KD: 15.25 bhp and 10.93 Ibs/ft 
torque.) To its credit KD does have a 
slightly broader power range and will rev 
500 rpm higher than the F-7. 

The KD resembles the F-7 in many 
ways. The bore and stroke dimensions, 
as well as the compression ratio, are the 
same. Straight-cut gears drive the clutch 
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The new carburetor cover eliminates access to 
the clutch and requires attention to air leaks. 





The long saddle is comfortable. Air intake and 
oil tank access are under the slip-off seat. 
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Engine Kawasaki KD-175 
Speed BHP Torque Test Conditions: 
2000 2.50 6.57 Barometer 29.98 
2500 3.24 6.83 aE Temperature 
3000 4.10 7.19 67°F Wet 80°F Dry 
3500 5.34 8.09 Correction Factor 1.048 
4000 6.62 8.69 HE As Tested on 
4500 823 9.61 the Webco Dyno 
5000 10.07 10.57 
5500 11.33 10.82 
6000 12.19 10.67 
6500 13.46 10.87 
7000 14.56 10.93 
7500 15.11 10.57 
8000 15.25 10.01 
8500 14.74 9.10 
9000 11.62 6.78 
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KAWASAKI KD175 
Price, suggested retail 
RPMx100 20 Tire, front 














3.50 x 18 Nitto 

Brake, front 4.72 x 1.10 in. x 2 (120 x 28mm) 

5.11 x 1.10 in. x 2 (130 x 28mm) 

Brake swept area 33.97 sq. in. (219.2 sq. cm) 

Specific brake loading 12.51 Lb/sq in. 

Maximum ~a Maximum Engine type Two-stroke, rotary valve, single 
Power rpm Safe rpm i 

Sida Bore and stroke 61.5 x 58.8mm (2.42 x 2.31 in.) 

Piston displacement 174cc (10.6 cu. in.) 

Compression ratio 

Carburetion 1; 26mm; Mikuni 

Air filtration Oiled foam 

Ignition Kokusan CDI with lighting coil 

Bhp @ rpm 15.25@8s000 

Torque @ rpm 10.93@7000 

Rake/Trail 31°/5.3 in. (13.4cm) 

Fuel capacity 1.8 gal. (6.8 liters) 

Oil capacity .... 1.4 qt. (5.29 liters) 

Transmission oil capacity 0.74 qt. (2.8 liters) 

Primary transmission Straight cut gear, 3.13:1 

(00/00) 

Secondary transmission '4 x Ve chain 3.43:1 

(14/47) 

Gear ratios, overall (1) 28.67 (2) 18.79 (3) 12.88 

(4) 10.20 (5) 8.27 

Wheelbase 54.5 in. (138.4cm) 

Seat height 31.5 in. (80cm) 

Ground clearance 9 in. (22.8cm) 

Curb weight 225 Ibs. (102 kg) 

Test weight 425 Ibs. (192.7 kg) 


RPMx100 20 
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KAWASAKI 
KD 175 


which is an F-7 holdover. The transmis- 
sion of the KD 175 has slightly closer 
ratios than the F-7; the KD's first gear 
is slightly taller and fifth is a bit lower than 
its predecessor. 

All-new crankcase covers appear on 
the KD 175; on the right, a one-piece 
side-case casting encloses the carbure- 
tor, oil pump and oil lines. The clutch can 
no longer be reached by removing a case 
cover—now the crankcases must be split. 
The F-7 had an access plate covering the 
magneto, but the K-series 175s have 
cover-castings which seal off the CDI 
magneto and countershaft sprocket. 

The KD 175 uses an entirely new 
chassis. A basic double-downtube design 
constructed of mild steel, the KD chassis 
is longer and lower to the ground than 
the F-7. Air/oil dampers with dual springs 
control the rear wheel, while conventional 
fork legs with aluminum sliders and hy- 
draulic double damping provide the front 
suspension. 

By contemporary standards the KD 
rides low; indeed the bike lacks the long- 
travel suspension associated with most 
off-road equipment. The seat height mea- 
sures 31 inches and the footpegs mount 
quite low on the chassis. The broad han- 
dlebars follow the old desert steerhorn 
pattern. The low footpegs, cushy saddle, 
narrow tank, and wide bars provide a 
comfortable position for almost all riders. 

Tires front and rear are Nitto knobbies 
secured to the aluminum D.I.D. rims with 
bead locks. The KD 175 shares its alumi- 
num wheel hubs and brakes with the 
smaller KS 125 Enduro. The cable-ac- 
tuated rear brake works like a full floating 
item, and eliminates wheel hop when 
braking on undulating surfaces. 

Cycle's test KD 175 started with reluc- 
tance; without five or more good kicks 
the engine couldn't be prodded into ac- 
tion. Dialing on the choke lever just ag- 
gravated the difficulties. And the starting 
unpleasantness was soon followed by yet 
another problem. 

At first the engine ran with great hesita- 
tion, acting as if its jetting was too rich. 
But switching jets in the KD 175 is no 
small matter. The entire right side cover 
must be removed to reach the carbure- 
tor's (externally replaceable) main jet. 
(The old F-7 Kawasaki had an access plug 
for quick jet changes.) Although the KD's 
carburetor cover has a cast-in boss for 
the jet plug, the necessary threaded hole 
is strangely missing. 

Removing the right side case-cover 
revealed how easily intake air leaks could 
occur. The sealing surface of the cover 
is enormous, and it's interrupted by the 
oil injector lines and the rubber carburetor 
cover. Unless the mating surfaces are 
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generously greased or covered with seal- 
ant, dust can pass through to the carb. 

Unable to correct the jetting, we exper- 
imented with the exhaust system in an 
attempt to get the engine to rev easily 
and smoothly. In two minutes we removed 
the spark arrestor trap assembly; engine 
performance improved immediately as 
both the mid-range hesitation and top-end 
blubbering disappeared. The trap was 
never re-inserted for the duration of the 
test, including the dynamometer runs. 
Surprisingly, there was no significant in- 
crease in noise level without the spark 






arrestor. Either way, the KD 175 was an 
exceptionally well-silenced motorcycle. 
Running properly, the KD 175 engine 
develops a lot of low-speed power. As the 
dyna graph indicates, the engine pro- 
duces useable torque from 3500 to 8500 
rpm. At the bottom of the power band the 
engine won't bog, stagger or cough. Roll 
the throttle open and the engine pulls— 
regardless of the gear selection or terrain. 
There's no power surge or frantic rush 
associated with most small two-strokes. 
Precisely this kind of smooth, even 
(Continued on page 104) 
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9 When it's late at night and everyone 
around him is falling asleep, Ron Pierce 
studies dyno charts. “I'm a firm believer 
in having a good, fast motorcycle," he 
sighs, shuffling through stacks of test 
results. “It can never be too fast.” 

Twenty-six years old, lean and deter- 
mined, Pierce has a reputation as one of 
the best 250cc class road racers in 
America. That's why Kawasaki, deadly 
serious about developing their new KR 
250 into a winner, sent tuner Steve John- 
son and a bike with Pierce to enter the 
June round of AAMRR's Can-Am Chal- 
lenge series in Laconia, New Hampshire. 

Johnson has spent days with the ma- 
chine on Kawasaki's dyno back in Cali- 
fornia. “The thing is," he explains during 
Saturday morning practice, “the dyno 
doesn't mean a thing until you get the 
bike on the racetrack.” Working with 
Pierce, he had already solved the KR 
250's serious overheating problem—by 
bolting on a larger KR-750 radiator. 

"As far as the development of a 250 
road racer is concerned, you couldn't ask 
for a better rider than Ron," continues 
Johnson. ''He's ridden for both the Harley 
and Yamaha factories, and that makes 
it a lot simpler. He's very knowledgeable 
because he's spent so much of his racing 
career on a 250. He can tell you some- 
thing important when he comes in." 

Ron Pierce does not mind being known 
as, in the words of fellow-racer Gary 
Fisher, “A great 250 rider." What does 
concern him is an idea Kel Carruthers 
once expressed to John Jacobson: 
"Pierce is pretty good on a 250, but don't 
count on him for the big stuff." A highly 
successful businessman and owner of 
Boston Cycles, Jacobson is sponsoring 
Pierce on a Kevin Cameron-tuned Ya- 
maha TZ 750 this year. Pierce will be 
riding that bike here, as well as the little 
Kawasaki. 

"Compared to the top road racing 
riders now, | don't have their experience 
on 750s. | rode a handful of Nationals last 
year, had various problems with the ma- 
chine, and never did have a chance to 
really adapt to it. Now that l've got a 
motorcycle that works right and a rocket 
scientist tuner, I'm learning fast. I’ve ac- 
quired a style that works well, and I’m 
just about ready to do the job in a big 
bike race. 

"Roberts has about 10 times more time 
on a 750 than | do. If | can get half that 
much I think | can keep up with him, and 
if | can get a little bit more I think | could 
beat him.” 

In the pits before the Saturday heat 
races, Pierce and the new Kawasaki keep 
attracting crowds. That isn't surprising— 
the little green-and-white racer looks ex- 
otic sitting among all the Yamahas. Spe- 
cial “pancake” thin-profile Mikuni carbu- 
retors of magnesium and plastic cost 
$500 each. Rough cast magnesium 
cases; magnesium cast wheels; distinc- 
tive fairing, tank, and seat shapes; even 
the Toyota hydraulic clutch cylinder used 
as the rear brake master cylinder; all 
compel attention. And winding around 
behind the fairing to exit above the left 
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Pierce blazed to a huge 
lead in the 250 Expert 
race, lost a wad of gears 
and oiled his rear tire, and 
still won by four seconds. 








Because his sponsor and tuner reside in and around Boston, 
and because he and Mack Kambayashi and Steve Johnson had 
done an enormous amount of development work on Kawasaki’s 

promising KR250, and because he’s a racer who likes to race, 
Ron Pierce heads East for a scuffle. 
By John Ulrich 


CYCLE 


The pipe from the rear cylinder had been fouling 
Pierce's leg at Daytona. Mack Kambayashi devel- 
oped a new pipe that ran around, forward, over 
and out through the fairing on the left side. Perfect. 
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Between setting a new 
personal record for 
lean-angles and having an 
exhaust pipe failure, Pierce 
handily blitzed Unlimited GP 
with his Cameron-built TZ-750. 





Its overheating problem 
cured by a 750 KR radiator 
and its awkward pipe 
location ingeniously 
relocated, Kawasaki's little 
KR250 is closing fast 

on the Yams. 


side number plate, one of Ron's special 
exhaust pipes draws the most attention 
of all. It replaces a factory pipe routed 
in a prime position to catch the rider 
behind his left knee. “It didn't bother 
some guys," Ron says, "but | couldn't 
ride it that way." 

A young man asks Ron why Kawasaki 
doesn't mind him racing a Yamaha in the 
Unlimited GP class. “Im not a team 
rider," Pierce answers. “I’m just helping 
Kawasaki out with this.” 

French-Canadians from Quebec push 
between Steve and the Kawasaki, gawk- 
ing. ‘They shouldn't give pit out passes," 
Steve grumbles to Ron as a couple walks 
between them. “Get all these meatheads 
out of here. Get rid of these blockers." 

Newsmen from local papers ask Pierce 
questions, then disappear. A video tape 
crew, claiming they're from ABC's Wide 
World of Sports, comes by. 

Ron pulls on his motocross gloves and 
his helmet, then goes out with the Boston 
Cycles Yamaha to practice. 

"| think anyone who rode one of those 
would feel outnumbered all the time," 
comments Kevin as Ron pulls out onto 
the track. After a few laps of watching 
Pierce throw the 750 over until his knee 
smashes into the tarmac of one steeply- 
banked, downhill left-hander, a corner 
worker shakes his head. ‘‘Did you see that 
Number 97? Whew!” 

When he pulls in, Ron inspects the 
fairing, and finds scrape marks halfway 
through the numbers on the left side. 
"Yahoo! | got a new one," he yells, 
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throwing his arms up in the air. “A new 
world's record for leaning it over. | just 
threw it over until my body hit the ground 
and the thing just went around. | can't 
even believe it.” 

Pierce's worst road racing injury was 
a broken collarbone in a crash long ago 
at Willow Springs, not far from his home 
town of Bakersfield, California. 

"| have no intention of ever falling off 
again—l! can't honestly say I’ve ever 
gotten off totally by myself. It's always 
been gas or something. When | go to a 
race track, | go very slow in practice, 
watch for holes and stuff. | practice on 
one corner at a time. If you go blazing 
around a track you're gonna get it, be- 
cause you might hit a slick spot you didn't 
see, and it'd be too late to do anything.” 

Ron grabs the handlebars of the 250, 
puts the choke on, backs up two or three 
engine revolutions, gets a push forward, 
and is off for another practice session. 

Steve watches Ron and the 250 pull 
away from Gary Fisher's 750 GP BMW 
out on the course, and talks about the 
bike. ‘‘The idea behind seven gears is to 
use one gear for the start only, and never 
use it again. But we can't gear it low 
enough to use seven gears here. This 
place is too teeny, so we're only using 
Six speeds. 

“The AMA rule limiting bikes to six 
speeds won't hurt us, because six speeds 
are the most you can run in Europe. Ka- 
wasaki already has a six-speed that drops 
right into the cases." The seven-speed 
transmission in Ron's bike has a provision 
to block off top, and it's being used now. 

After lunch, the heat races begin. Grid- 
ded by AAMRR officials on the seventh 
row, Ron has the 250 heat race lead 
before the end of one lap, sets fast time, 
wins the five-lap race by 10 seconds, and 
earns the pole. During the race, a radio 
announcer broadcasting over a local sta- 
tion was bewildered. “We don't know 
where Ron Pierce came from, but he's 
running away with the 250 Expert heat." 

Changing out of his Team Kawasaki 
leathers and into his Boston Cycles 
leathers, Ron gets ready for the 750 Ex- 
pert heat. When the flag falls, he blasts 
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off the line with a tremendous hole-shot. 
It is another devastating win, and Ron 
heads back to the hotel with a smile. 

"For some reason | feel a lot of pressure 
to win this race," Steve says Sunday 
morning. “I guess it’s because everybody 
expects us to do well." 

“Pm still not satisfied with the way the 
Kawasaki's going through this one left- 
hander,” Ronreplies, thinking aboutfuture 
development. “It feels a little springy. But 
it handles so much better than my own 
250 Yamaha it's not even funny. It's 
working better than any 250 l've ever 
ridden. We can go around the corners 
faster than anybody, but | think we still 
need more power to stay up on the 
straights. It's probably third fastest, just 
a little slower than the Harleys, and the 
Harleys are a little slower than Kel’s 
Yamaha team bikes.” 

On the pre-grid before the start of the 
15-lap 250 Expert Final, Steve and Ron 
discuss John Jacobson’s suggestion that 
Ron not beat the local boys by too much. 

"| haven't finished a race yet where this 
bike ran the same at the finish as it did 
at the start," Ron says. “I intend to go 
out and get all the lead | can." 

Another hole-shot starts the race, and 
again it belongs to Ron Pierce. The Ka- 
wasaki's pit board reads P-1, +15 when 
spectators suddenly realize that Pierce is 
getting sideways in every corner. Up the 
long back-straight hill, the sounds of 
missed gears wing down the wooded val- 
leys behind the Kawasaki as Ron strug- 
gles to keep first place. 

With four laps to go, Pierce runs the 
motorcycle into corners as deep as he 
dares, squeezes the front brake as hard 
as he can, cruises through the turns, and 
gets on the gas once straightened up. His 
machine's rear tire is so drenched with oil 
it sparkles in the sun. He loses only two 
seconds of his lead every lap. Kevin terms 
it "A frightening display of raw skill." Ron 
Pierce wins by four seconds, and parks 
his motorcycle. 

"| thought it was the tire compound 
getting soft because of the sun," Ron 
rattles off excitedly after the 250 race. 
“Then my foot started sliding off the foot- 
peg. | looked down and saw oil spraying 
out, and also saw a little shaft hanging 
out that didn't belong there. At the same 
time, it lost a couple of gears. ; 

"They gave me the five-lap sign, and 
| didn't think | had enough lead to finish 
in first. But | was lucky enough that the 
oil was mainly on the left side, and | could 
still get through the right handers fairly 
well. A couple of times, instead of shifting 
into sixth, | just ran third gear all the way 
down the straight. It was ridiculous." 

Steve speculates from Ron's descrip- 
tion of noises he heard before the trouble 
started that something in the transmission 
forced a shift rail out through a bore hole 
(usually blocked by a pressed-in alumi- 
num plug) in the magnesium cases. 

Kevin looks at the dripping, experi- 
mental Goodyear. ''I like the idea of a tire 
that can work as well as this slick did, 
even soaked with oil.” 

"Working with Boston Cycles has just 
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been fantastic." Ron changes into his 
leathers for the Unlimited GP race. 
"Kevin's the best mechanic I’ve ever had 
working on a private machine, and it's 
been the best deal l've ever had. It's 
better than most factory rides, except that 
there's not much money in it." For money, 
Pierce owns an accessory shop and tun- 
ing business. back in Bakersfield. 

"| would like to get a thing going with 
Kawasaki, but they’ve already got their 
team for this year. So I’m counting on 
sticking with Boston Cycles and helping 
Kawasaki out as much as I can with their 
Lightweight. Hopefully they'll think highly 
enough of me to sign me up next year." 

Less than 100 feet off the starting line, 
Ron has a 50-foot lead in the Expert 
Unlimited GP Final. Behind him, riders fall 
off in desperate attempts to make up time, 








but Pierce just keeps on stretching it out. 
One exhaust pipe falls out of the cylinder 
head near the end of the race (‘‘boy, it 
sure fell on its face after that"), but Ron 
still turns a 1:13.9 around the course with 
the ill-running motorcycle. 

Pumping the checkered flag up and 
down and up during his victory lap, Ron 
stops in front of the stands. 

"Let's have a big hand for Ron Pierce," 
yells the announcer, as the fans hurry for 
the exits. 

Pierce climbs up onto the victor’s step 
of the Olympic-style winner’s stand, one 
arm full of his wife, Vicki, the other full 
of a silver Revere trophy cup and the 
checkered flag. 

"For a fine race," echoed the loud- 
speakers, as the winner’s stand collapsed 
with a crash. © 


TAKE A FEW MONTHS 
AND TRY OUT A CAREER. 
THEN TAKE IT HOME. 


The only way to find out if 
you really like a career is to try it. 

And we've got a great way for 
you to do just that, and at no expense 
to yourself. In fact, we even pay you a 
nice salary while you learn. 

Auto Repair. Computer 
Programming. Surveying. Finance. 
You name it and the Army Reserve 
has it. Or something close. 

Not every unit can offer you 
every job, but there are hundreds of 
good job-training courses to pick from. 
And the one you want may be open 
right now. 

The place to check is the Army 
Reserve Center nearest you. They'll 
tell you what's open and help you pick 
the career that's best for you. 

And all it takes is a few months. 
You start out with eight weeks basic 
training, then you're off to the career 
school of your choice for your job 
training. 

Then home to a chance to 
sharpen up your newly acquired skill 
at Reserve meetings one weekend a 
month and two weeks during the 
summer at Reserve camp. All with pay. 

By this time, you'll probably 
want to land yourself a full-time job in 
your newly chosen field. And who 
knows where it goes from there. 

But first you have to pick a 
career to try. 

Go ahead. It's on us. 


THE ARMY RESERVE. 
IT PAYSTO 
GO TO MEETINGS. 


Interested in more information? Write: 
Army Reserve Opportunities E 
P.O. Box 6834 R 
Philadelphia, Pa. 19132 X| 
Name________t__ Agee. 
Address, 


City. 
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In motorcycles, 
as with anything else, 
you get exactly 
what you pay for 


That’s why the three year old 
Harley-Davidson FX sold for 
$100 more than its original 
sticker price. 

And why it sold for $300 more 
than the 1975 Z-1, Kawasaki’s 
best. 

As a matter of fact, the origi- 
nal Kawasaki owner traded up 
to a Harley-Davidson after 
less than 350 miles on his Z-1. 

He wasn’t happy with second 
best. Few people are. 

What keeps Harley-Davidson 


on top? Some say styling. Others, 


engineering. Still others talk 
about pure value; the rider gets 
more of what he pays for. 


d í NS s > 
Harley-Davidson believes in safety firsA Before you start out, light your lights, 
put on your helmet and watch out for theieier guy. 
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The plain fact is that people 
are willing to pay a premium 
price for the best. And they show 
sound judgement by riding 
the finest. 

When they're ready to trade-in, 
they know their Harley-Davidson 
is worth top dollar. It retains its 
value like no other bike we 
know of. 

Discover the Harley-Davidson 
difference. Visit your AMF Harley- 
Davidson dealer. He's got the 
bikes. The 125cc's through the 
legendary 1200cc superbikes. 

You'll be buying value. And, in 
motorcycles, that means Harley- 
Davidson. Period. 









Harley-Davidson 


"Ereedom Machines 


"PAGE. 
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PHOTOGRAPHY: DALE BOLLER, DAVE HOLEMAN, 
SUSIE MANN, CARL HAILEY 


Lead-off rider Bruce Bornhurst rode 
a superb race on the Cycle Can-Am. 
After crashing hard he got up and 

passed 48 riders. 


The bikes started in pairs, at 30-sec- 
ond intervals. A faulty ignition caused 
Can-Am engine to lock solidly 300 
yards down the road from the start. 
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OF BAJA BY DAVE HOLEMAN 
€ Baja demands that a rider be a road 
racer, berm blaster, fire road expert, me- 


“++  chanic, trouble shooter, pathfinder, en- 
duro ace and desert rat. To race Baja 
no qualifications, physicals or novice ap- 
prenticeship is required. Send in your 
400-plus dollars and you can race on 
the same course with the best in the 
world—for the same purse. 

A phone call from Cycle's long-time 
friend Larry Bornhurst came before this 
year's Baja 500. (Larry still holds the last 
Tijuana to LaPaz off-road record on a 
motorcycle as well as the only standing 
time for the same jaunt on the asphalt.) 
Larry wanted to know if | would be inter- 
ested in riding with his son Bruce in the 
upcoming 500. | pondered the idea for 
a few moments before saying yes. All we 
needed was a bike. 

As luck would have it, a visit from Can 
Am's Dick Lague in early April gave us 
the opportunity to request the loan of one 
oftheir ultra-fast 250s. The following week 
we received notice from Can-Am that we 
could borrow one of their unused test 
bikes—with a certain condition: no modi- 
fications would be made to the bike other 
than those necessary for Baja (tires, big 
gas tank, lights, etc.). We agreed, and the 
work began. 

Bruce was going to college in the day 
and working in the evening so | became 
the communications center. We made a 
list of items we knew, in advance, we 
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Eric Jensen and Carl Cranke gave Penton a first-ever Baja victory by winning the 125 class. 





Mary McGee humbled a lot of the men by riding the entire course solo, Big four-strokes are alive and well in Baja. Despite engine problems, Al 
and forced her 250 Husqvarna ahead of no fewer than 17 two-manteams Baker and Gunnar Linstrom rode a 400-plus Honda to a class win. 
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BAJA 500 
RESULTS 


125cc . 
POSITION 
CLASS/OVERALL ' RIDERS BIKE/NO. 
1/22 Carl Cranke Penton 
Eric Jensen No. 50 
2/27 Joe Padilla Husqvarna 
Mark Barber No. 40 
3/53 Charlie Hammil Penton 
Larry Froelich No. 42 
4/77 Paul Eddy Yamaha 
No. 45 
5/92 Lee Fabry Husqvarna 
R. Devonshire No. 44 
6/110 Preston Petty Honda 
Dick Miller No. 43 
7/134 Lynn Wilson Husqvarna 
Kim Ward No. 46 
8/151 Ernesto Munoz Honda 
Sal Perez No. 47 
250cc 
1/2 Larry Roesler H-D 
Bruce Ogilvie No. 346 
2/4 Andy Kirker Yamaha 
Ron Wright No. 347 
3/7 Mike Maze Bultaco 
Ben Maze No. 342 
4/12 John Bilkey Bultaco 
R. McCallister No. 361 
5/13 Bill Halbert Husqvarna 
Richard Finger No. 343 
6/15 Steve Holladay Honda 
Wayne Cook No. 352 
7/26 Jim Halbert Husqvarna 
Mike Taque No. 344 
8/33 Mark Adent Penton 
No. 349 
9/44 Bruce Bornhurst Can-Am 
Dave Holeman No. 360 
10/51 Mark Steele Yamaha 
Peter Colbert No. 365 
OPEN 
1/5 Al Baker Honda 400 
Gunnar Lindstrom No. 459 
2/6 Bill Conroy CZ 400 
Kevin Hasten No. 469 
3/10 Steve Statts Yamaha 400 
Will Statts No. 488 
4/14 J.B. Wise Husqvarna 400 
Richard Harris No. 443 
5/18 Adam Padilla Husqvarna 360 
James Jasper No. 470 
6/21 Mike Powers Husqvarna 400 
Ron Pinon No. 467 
7/29 Bill Shipley Husqvarna 360 
Dan Powers No. 457 
8/30 Todd Martella Husqvarna 360 
John Watkins No. 471 
9/34 Bob Strobel Honda 350 
Larry Martin No. 442 
10/35 Bill Fuentes Husqvarna 
Bill Saltzman No. 466 


PRIZE 
TIME MONEY 
8.59:19 $1182 
9.07:12 418 
10.02:04 228 
10.40:20 
11.04:45 
11.44:17 
13.29:08 
15.14:48 
8.16:53 2614 
8.29:06 924 
8.32:48 503 
8.44:26 327 
8.45:28 234 
8.5027 178 
9.07:02 
9.27:12 
9.42:57 
10.00:01 
8.30:29 1021 
8.32:32 556 
8.35:10 361 
8.45:60 258 
8.53:38 197 
8.57:36 156 
9.08:36 
9.09:17 
9.27:46 
9.28:10 


needed for the bike. It was my task to 
find them, and Bruce’s to get them. 
Goodyear tires came from Carroll Shelby, 
Barum ISDT tubes from Malcolm Smith, 
wider D.I.D. rims from Daido, spark plugs 
from Champion, Baja four-gallon gas tank 
from Don Vesco, gear and fork oil from 
Torco and air cleaners from K&N. 

For the following two months, almost 
every night was spent preparing for Baja, 
and seldom were we in bed before mid- 
night. The bike preparation involved far 
more than | imagined. Every single com- 
ponent on the bike was, in time, removed, 
inspected and blueprinted. Parts that 
didn't fit smoothly or properly were filed, 
drilled, shaved or turned down in the 
lathe. Clearances were checked and tri-' 
ple-checked and close observation was 
made for loose parts or fracturing after 
each ride. There didn't seem to be any 
end. Time-consuming projects like 
matching ignition parts, electrical wiring, 
improving the brakes and modifications 
for cross-country racing came from Ron 
Landaker's Competition Service shop. 
When we would get stumped a call to Ron 
always produced a solution and a lot of 
encouragement—something we needed 
more often as the race drew near. 

One of the bigger problems encoun- 
tered was pitting arrangements. It's im- 
possible to find enough people to run 
each of seven pits. The race, falling on 
a Friday, poses both a time and financial 
hassle for any entry. We were fortunate 
enough to join up with Jim King's co-op 
pit group, along with other private entries. 
Approximately twenty bike entries joined 
this group, each with a promise to supply 
one pit team (two people and a truck). 

The co-op pit system was a simple 
arrangement, and free. Jim King does this 
co-op pit coordination each Baja race 
without solicitation and doesn't get a 
nickle for all his work—just a pat on the 
back from the racers. 

Our weekends were consumed check- 
ing gearing, suspension, tire pressures 
and personal changes that might have to 
be made to the bike. Other than early-on 
ignition problems everything went slow 
but smooth. The physical difference be- 
tween Bruce and me was forty pounds 
and four inches. | anticipated lots of 
problems with fitting the Can-Am to our 
different sizes and riding styles. But no 
changes were necessary. The handle- 
bars, peg location, seat, gearing and sus- 
pension worked perfectly for both of us. 

The only major changes we made to 
the Can-Am were those that involved 
suspension. Three weekends were spent 
testing various shock dampers and front 
and rear springs. On our last outing we 
assembled a near-perfect match of new, 
softer S & W shocks with 80 ppi springs. 
A pair of. 34" longer damper rods were 
installed in the Betor fork, along with a 
new set of S & W springs. 

In between working on the race bike, 
going to meetings, calling SCORE for rule 
verifications (which occasionally resulted 
in two or three various answers), running 
back and forth to the desert and chasing 

(Continued on page 92) 
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HERE IT IS! 
THE NEW JEEP CJ-7! 





EVERYTHING YOU ALWAYS 
WANTED IN A CJ... 
AND MORE! 


MORE ROOM: Now there's TERN 
extra room behind the rear Ø \ 4 


NEW HARD TOP AVAILABLE: 
You can top off your CJ-7 with this 
sturdy removable hard top that is as 
good looking as it is durable. (Choose 
black or white.) 


NOW AVAILABLE 
WITH AUTOMATIC 
TRANSMISSION: 

The added convenience 
of optional automatic 
transmission is now 
available in a CJ. 

That's big news! 


TOP PERFORMANCE: 








passenger seat. Lift the 
easy opening hatch and 
load 'er up with camping 
gear or cargo. 


NEW METAL 

SIDE DOORS with roll- 
down windows and vinyl 
door trim panels give added 
insulation and extra protection 
from the weather. 


NOW QUADRA-TRAC 

AVAILABLE: Our optional exclusive 
4-wheel drive system gives you exceptional 
control on-road and on the toughest trail CJ-7 has all the get up and go 
—automatically! No need to engage you'd expect to find in a CJ—the most 
the hubs manually. famous 4-wheel drive vehicle in the world. 


Jeep wrote the book on 4-wheel drive 


Jeep 7I CJ-7 


From a Subsidiary of 
American Motors Corporation 
CIRCLE NO. 32 ON READER SERVICE PAGE. 











“Why did I buy BMW? 
Look, I’ve got! better things to do with my weekends 
than jerk around with wrenches in some garage.” 


Ask the average American cyclist what 
he thinks of when you say BMW, and hell most 
likely answer "Oh, shaft drive, reliable, well-made, 
German” 

Ask the same guy why he thinks the BMW 
is well-made and reliable, and he probably 
can't tell you. 

So we will. Were doing this because we 
think guys who ride should know everything 
they can about-what they ride. 

From the beginning, BMW ibd 
have been built to a unique design concept. 

We build our machines light for performance 
and handling, we keep them simple for relia- 
bility, and we build them very carefully. Our flat 
twin, our shaft drive, our long-travel suspension: 
all are designed to give you smooth, reliable 
performance. And time has proven them right. 

But exactly how do we build bikes better? 
Here's an example: where the largest stresses 





occur in the frame, we use tubing that's ovalin 
cross section. That way, 
the tubing can have the 
strength of a big tube, 
but still be a light, small 
tube. It costs more to fabri- 
b cate oval tube frames, but 
it E a Wn much stronger for its size. So 
BMW does it. 

~~» Of course, how the frames are joined is 
as important to frame 
strength as how they're 
shaped. So we pay 28 
highly-skilled welders very |— 
high wages to assemble 
our frames by hand. Check 
the welds on a BMW 
against most mass-pro- z 
duced bikes, and youll see the qom 

Want another example? Our fiberglass 














fenders. People were outraged when we 
switched to fiberglass, told us we were cutting 
corners. But we were really cutting weight. And 


giving riders a fender that wont ever dent, bend, 


or rust. (And, to tell you the truth, that fiberglass 
fender costs us more than the metal one did.) 
Lightness is an obsession with us. Com- 
pare the weight of a BMW against other bikes 
of its capacity, and you'll be amazed. (Our R90S, 
for example, is close to 100 pounds lighter than 
one of the most sought after superbikes.) It's 
easier and cheaper for a company to build 


heavy. Butit doesn't make for a better motorcycle. 


Each and every BMW that comes off our 
line is tested. First, each engine is dyno-tested 
for oné quarter hour. Tuned. Set up. Then, exa 
bike runs on a testbed. mæ 
With a rider sitting on it 
to test all functions. | 
Finally, our factory riders | 
take each machine out © f 
for a fast trip down our : 
test track. Just to make sure VL S ee 
right. And it better be, because these guys take 














each and every bike up to something like 70 
mph, right off the line. (You have to be very 
confident of the way you put machines together 
to do that, and we are.) 

The BMW. Most people have the impres- 
sion it's the better bike, because it really is. It's 
made better. Designed better. And gives those 
who ride it a better feeling, a unique confidence: 
that their bike will always go, and go, and go. 
Fast. Fun. With no nonsense. Sure, it's expen- 
sive. But, as with most things, you do get exactly 
what you pay for. (Which means you end up: 
paying less in the long run.) 

The BMW. See the entire line at your local 
dealer. You'll find him in the Yellow Pages. U.S. 
Importer: Butler & Smith Inc., Norwood, N.]. 
07648/Compton, CA 90220. In Canada, BMW 


Motorcycle Distributors, Ontario, 


Canada. European delivery 
Bavarian Motor Works € a 


plans available. 
50 years of building the world's finest motorcycles. 


CIRCLE NO. 28 ON READER SERVICE PAGE. 

















9 The winners of this year's Baja 500 
didn't just happen into the overall win. 
Fortune was going their way because they 
made their own luck. The motorcycle they 
rode, an SX-250 Harley Davidson two- 
stroke enduro, had never been raced in 
Baja and was not designed for high-speed 
cross-country racing. An oddball Baja 
racer, it is only one of three non-competi- 
tion motorcycles to ever win any of the 
big-money cross-country races. In the 
1968 Baja 1000 a factory-backed Honda 
350 twin won overall and in the 1970 Baja 
a privateer 450 Ducati four-stroke single 
took first-bike honors. 







The two young men who rode the Harley 
to the surprising win are not strangers 
to the Italian-made two-strokes or cross- 
country racing. Larry Roesler, 18, is a 
multi-year desert and Baja racing veteran. 
He won the 125cc class on a 100cc Harley 
in the 1972 Baja 1000. Bruce Ogilvie, 22, 
is also a seasoned rider on the small 
Harleys. At the time of this writing Larry 
and Bruce were running numbers one and 
two respectively in the 15,000 member 
District 37 desert point standings in 
the 250 class. Both ride out of Dale 
Marschke's Harley/ Yamaha shop in the 
desert community of San Bernardino, 
California. 

None of the standard SX-250 trail-bike 
parts, excluding the engine castings, has 
gone without modification or replace- 
ment. Five months of trial-and-error modi- 
fications and improvements preceded the 
Baja race. Initial modifications to the SX- 
250 included stripping the bike of all un- 
necessary weight such as the steel fend- 
ers, chassis brackets, lights, battery and 
instruments. The muffler was replaced 
with a down-swept expansion chamber, 
the stock shocks were pitched in favor 
of Curnutts, and knobbies were mounted 
in place of the standard trials-type tires. 

Two bikes were uncrated at Dale's shop 
for the desert conversion in February of 
this year—one for Larry and the other for 
Bruce. The most unique modification 
made to the Harley was the development 
of the around-and-over expansion 
chamber. The early low pipes were so 
vulnerable to snagging on rocks that they 
were often crushed or pulled out of the 
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The Improbable 
Transformation: 


American Tortoise 
to Mexican Hare 





Though five months in the building, the Roesler/Ogilvie H-D 250 was considered a long-shot. It was the most-modified private entry ever to win Baja. 


exhaust port spigot. There wasn't enough 
chassis clearance to allow the use of a 
high pipe. Dale ordered a set of sheet 
metal cones (per his specifications) in 
hope of finding a way to route a pipe 
assembly out of harm's way. Routing the 
pipe in a circular fashion, with entire as- 
sembly forward of the engine, provided 
room to attach all of the cones. This loca- 
tion also eliminated the pipe's vulnera- 
bility to rocks and kept it completely out 
of the rider's way. Factory dynomometer 
tests showed Dale's DAM pipe (now a 
production accessory of Marschke's) de- 
veloped six more horsepower than the 
Harley's best expansion chamber. 

Another change was removal of the 
Dell'Orto square-slide carburetor. It was 
replaced with a 34mm Mikuni —a favorite 
with desert racers. Another desert stan- 
dard, a K&N air filter, was mounted to the 
Mikuni. Support straps from the upper- 
rear engine-mount hold the carburetor 
and air filter. 

The stock wheels and brakes proved 
too weak for the rigors of desert racing. 
Front and rear wheels from a 400 Yamaha 
MX were fitted to the Harley. The front 
wheel fit perfectly between the fork sliders 
without any modifications. The rear wheel 
required new spacers and the fitting of 
a H-D Baja 100 brake cable and backing 
plate stay arm. Both front and rear Ya- 
maha wheel bearing sizes were the same 
as the Harley's for a perfect fit. 

Occasional tire puncturing problems 
that occurred in the desert races were 
solved with the mounting of a 4.00/4.50 
X 18-inch rear and 3.50 X 21-inch front 
























Chen Shin ISDT tires. Extra heavy-duty 
Chen Shin ISDT-type tubes were used for 
added insurance. For desert racing Bruce 
and Larry ran ten to twelve pounds air 
pressure. For Baja they ran 17 psi front 
and rear. The standard chassis was too 
short and too quick-steering for fast des- 
ert racing. Early experimentation with 
gas-filled Curnutt shocks was accom- 
plished by mounting the long damper 
units forward on the upper chassis mem- 
ber. The chassis' rear support tube was 
cut and bent forward then re-attached 
(Maico style). This located the shocks at 
a 63? lay-down angle. Futher modifi- 
cations included lengthening the swing 
arm one inch and moving the bottom 
shock mounts two inches forward. The 
shocks were finally located at a 77? angle. 
With five inches of shock travel, axle 
movement worked out to 8.5 inches. For 
the Baja 500 they changed to standard 
air/oil Curnutts in place of the gas- 
charged units. 

In addition to lengthening the swingarm, 
the fork-head angle was moved out to 
slow the steering. The center backbone 
tube that runs from the steering head to 
the rear chassis junction was first sec- 
tioned. A piece of the square tube was 
removed to allow the steering head to be 
pulled back three degrees to increase the 
fork's rake angle and trail. Numerous 
brace plates were added to the steering 
head and chassis for strength. 

Just prior to Baja, Larry had an accident 
with another desert rider which left the 
Harley's front suspension bent beyond 
repair. With the long-travel rear suspen- 
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sion now on the Harley, there was a need 
to acquire a fork with seven to eight 
inches movement. The only available long- 
travel fork available was from Boge Mul- 
holland. The Mulholland fork had 7.5 
inches travel. The lightest Boge Mulhol- 
land springs, #1734, with one inch of 
pre-load along with 6.25 ounces of ATF, 
were installed in the fork. 

Very little tine was spent on the engine. 
Normal porting modifications could not be 
accomplished because the cylinder bore 
is chromedined rather than equipped with 
a steel sleeve. The cylinder head was not 
shaved because extra-high combustion 
pressure can be fatal to cross-country 
race engines—especially desert bikes. 
The Mikuni carburetor and expansion 
chamber were the only top-end changes. 

The gearbox clutch and Densi CDI igni- 
tion remained unchanged. There were no 
special racing parts available that could 
be exchanged for the stock components. 

Other than early-on teething problems, 
the two desert version SX-250 engines 
ran trouble-free. Before Baja the engines 
were disassembled and numerous hairline 
cracks were discovered in the stock pis- 
tons. The cracks ran from the piston pin 
boss towards the crown. New accessory 
pistons were installed but immediately 
developed worse cracks than had the 
standard castings. Special forged pistons 
from Harley-Davidson were tested the 
week prior to the race but seized due to 
improper clearance. With just days left 
before the race, and no other pistons 
available, a forged piston that had seized 
was burnished smooth in a lathe with 
emery paper and placed in a new cylinder. 
The piston-to-cylinder clearance av- 
eraged .004" with low spots of .006". 
Recommended factory clearance is 
.002". The engine was then run for 100 
miles before the Baja 500 on the salvaged 
piston and new rings. 

Basic changes made to the Harley in- 
cluded installation of a Vesco four-gallon 
Baja tank, removal of the oil injection in 
favor of pre-mixing the fuel, padding the 
saddle an additional three inches and 
attachment of a spring-loaded chain ten- 
sioner. New K&N handlebars with Magura 
levers and throttle were fitted in place of 
the stock equipment. For Baja the stock 
14/52 (3.71:1) gearing was jacked up to 
15/52 (3.47:1). The foot pegs were short- 
ened and the retaining nuts welded to 
their bolts. Bel-Ray two-stroke oil was 
mixed with the gas, the gearbox was filled 
with Golden Spectro 20/40 oil and a 
Champion N-3G delivered the spark. 

Like all Baja race equipment, past and 
present, the Harley 250 didn’t get through 
the 500 without any problems. Larry,riding 
the first half, sheared the welded retaining 
bolt from the left footpeg. With the footpeg 
missing the mounting boss was used for 
a boot rest. The two front-saddle attach- 
ment bolts unscrewed and fell out. When 
the rear wheel was removed at the half 
way point, both axle bearings fell out of 
the hub. The extreme heat from the 
over-worked brakes heated the aluminum 
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Extra-long-travel rear suspension was provided by 
Curnutts. Yamaha wheels mount Chen Shin tires. 


hub causing it to expand and release its 
grip on the bearings. The lubricating 
grease had even melted and was slung 
out of the bearings. They were greased 
and replaced in the wheel along with a 
new set of brakes. 

During the race pit stops were averag- 
ing 20 seconds. No maintenance or ad- 
justments were performed (other than 
during the mandatory 30-minute down 
time at the halfway point) and neither 
rider fell during the near-nine hour ride. 
The original air cleaner, spark plug, 











Lack of space for a high-pipe lead to Marschke's 
development of this unique, snail-type exhaust. 


chain and tires finished the race. 

For their efforts Larry and Bruce took 
home about $6,000 including prize, con- 
tingency and a bonus from Harley-David- 
son. It was far from chance or accident 
that the Harley finished intact and the 
riders unscathed. Oddball race bikes 
have the deck stacked against them 
coming into any big event. Roesler, Ogil- 
vie and Marschke proved that, odds or 
no, determination, experience and inno- 
vation-combined with skilled riders-can 
outwit and outrace the best. © 
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The name "'Elsinore" came from a town that used to have a famous race. But they don't anymore. 


9 Motocross has evolved into three lev- 
els: Grand Prix/National Championship 
series competition for the world's best 
riders on factory machines; the more im- 
portant regional events such as Hang- 
town, Unadilla, Mammoth Mountain, etc., 
which attract name riders on highly modi- 
fied shop-sponsored equipment; andlocal 
events where a bunch of people who 
want to race battle it out on stock or 
near-stock bikes. Of course there is over- 
lapping when a name rider from cate- 
gory-two preys on the squids at a local 
track, and when he becomes an easy 
mark himself while venturing up to 
Trans-AMA country. 

Radical differences also appear in the 
machinery from level to level. When 
Honda's 250 Elsinore made its debut in 
March of 1973, it operated successfully 
in all three categories for several months. 
The bike’s impact was earthshaking. It 
was good, available and cheap. Sales on 
Bultacos, CZs and other smaller brands 
almost halted. To stay in business the 
European factories began producing 
stock 250s with 30 horsepower, replica 
bikes named after GP heros and new 
suspension systems which resulted in 
today’s long-travel: revolution. These 
bikes, inspired by the Elsinore’s perfor- 
mance and marketing success, soon sur- 
passed it technically and thereby dimin- 
ished the Elsinore's ability to dominate 
all three levels of competition. National 
championships are now won on GP works 
bikes, not near-stock Elsinores like Gary 
Jones rode to No. 1 in 1973. Big races 
that attract regional stars require vastly 
modified machinery to win. That leaves 
the CR-250M tested here competitive in 
local events only—an ironic situation 
brought on by the rapid evolvement of 
other brands trying to catch up to the 
original Elsinore. 

Cycle's participation in the Mammoth 
Mountain motocross with this test bike 
bears outthe factthat stock motocrossers 
no longer win important races and that 
Elsinores haven't quite kept pace with the 
quickened evolution they inspired. Mam- 
moth has a brutal uphill start which sepa- 
rates those bikes with horsepower from 
those without. Despite pulling 27.48 
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horsepower on the Webco dyno, the CR- 
250M always got out-gunned in the mad 
charge up Mammoth's hill. After 15 min- 
utes its non gas-oil shocks went away and 
the bike dropped further back in the pack. 
Its performance at Mammoth is not sur- 
prising. The bike is three years old, and 
in spite of many subtle improvements, it 
remains basically the same. 

There is another reason why a stock 
1975 Elsinore can't win Mammoth Moun- 
tain. Honda feels the new-rider market is 
far larger than any existing specialty area 
inside the established motorcycle market. 
They are not concerned with building 
production bikes that Marty Smith or 
Pierre Karsmakers can win on, because 
those bikes would be virtually unrideable 





for the average guy. This is exactly what 
happened to Yamaha with their ill-fated 
$1800 YZ, which didn't sell because no 
one but Torsten Hallman could ride it. 
Honda builds the Elsinore to be a great 
beginner's bike. It is, and that's why it 
sells lots of units. But at the same time 
it manages to be suitable for hot-shots 
who are starting to get really fast. The 
super-quick guys will have to work on it 
quite a lot. 

Three years ago the Elsinore could be 
suitable for the average rider and still win 
important races because the sport didn't 
require the specialization it does today. 
Also a carefully disguised 29-horsepower 
factory hop-up kit ensured many victories 
for the Elsinore that appeared to be won 


on stockers. The same kit is still available 
today as the first step in preparing for 
Mammoth Mountain. 

This year's CR-250M has several sub- 
tle changes. The most obvious is a high 
pipe which was incorporated because the 
old low pipe came too close to bottoming 
with the greater travel of forward-mounted 
shocks, also new for '75. A high pipe 
better suits rocky desert terrain (lots of 
Elsinores race the desert) and facilitates 
maintenance because the bike can be 
rested on a box to remove wheels or 
adjust the chain. The belief that a low pipe 
produces more power because it has a 
streamlined shape is false. Extra bends 
in a high pipe do not necessarily reduce 
its performance. 

This cannot be said for the new silencer 
which is installed by Honda to comply with 
an 86 dB(A) Federal sound statute re- 
quired on all off-road bikes not to be 
raced on a closed course. Without the 


silencer a person could not legally pur-. 


chase the CR-250M for desert racing or 
playbike riding. A boa constrictor has 
nothing on this silencer. It chokes 
breathing so bad that horsepower drops 
29 percent—from 27.48 on the Webco 
dyno to 19.82. No one who has just paid 
$1325 for an Elsinore will stand for a 175 
enduro zipping by them on a straight- 
away—which is exactly what will happen 
with the silencer in place—so they will 
unbolt it and make noise. Who can blame 
them? The playbike rider's problem is 
solved until he gets caught. Then he ei- 
ther bolts the 5-pound muffler back on 
or fits up a silencer which doesn't rob 
so much power. The MX rider is in the 
same boat. Engine noise without the si- 
lencer far exceeds allowable levels at 
most motocross tracks, so the owner is 
forced to purchase an after-market si- 
lencer, adapt it to the bike and re-jet the 
carburetor before he can race. Honda 





Look closely at how the knobs are spaced 
on this new “variable pitch” Bridgestone. 


should include a motocross legal silencer 
kit with each bike in addition to the 86 
dB(A) boa constrictor. Two different 
mufflers is the only way they can meet 
noise requirements and still give the CR- 
250M buyer a fair shake. 

Other external engine changes include 
a switch from through-studs sandwiching 
the cylinder between the head and cases 
to separate studs clamping the cylinder 
to the cases and the head to the cylinder. 
Shorter studs better control expansion 
differentials between aluminum engine 
components and steel studs so cylinder 
distortion is reduced. Through-studs also 
take up room that could be used for port 
tunnels, so the Honda's new stud system 
ensures space for a more exotic breathing 
system this year. A single back transfer 
port located just below the bridged intake 
has been added to increase the amount 
of charge reaching the combustion 
chamber. It is fed simultaneously by the 
rear transfers on each side through deftly- 
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Some 1975 Elsinores have these strengthening braces 
to prevent possible cracks near the swing-arm pivot. 


cast tunnels meeting where the back port 
opens into the cylinder. Where the two 
tunnels curve to merge they form a bridge 
which strengthens the port and directs 
charge into the bore. The bridge is lo- 
cated in the cylinder casting and is. not 
part of the steel liner. 

One would think the new porting might 
increase either horsepower or torque. In 
fact just the opposite is the case. Peak 
horsepower (27.48) compares favorably 
with previous Hondas Cycle has dyno 
tested—29.04 (blueprinted) and 27.37 
(box stock)—but both hp and torque has 
dropped considerably elsewhere in the 
powerband. This bike produces 12.75 hp 
and 12.17 ft. Ibs. at 5500 revs; our box- 
stock 1974 model made 19.62 hp and 
18.83 ft. Ibs. at the same rpm—roughly 
35 percent more in both categories. Fig- 
ures at 6500 rpm are 20.86 hp vs. 27.37 
hp and 16.85 ft. Ibs. vs. 22.12 ft. Ibs.—a 
24 percent spread in both cases. Peak 
torque is down almost 3 ft. Ibs. as well. 















Honda's bulky silencer reduces power drastically 
and weighs 5 pounds. You'll have to fit a new one. 
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Anew cylinder, head and high pipe are the major 
CR engine changes. But the powerband is weaker. 





Honda builds their 


production motocrossers 


for beginning racers 


Neither Cycle nor Honda has a logical 
explanation for such a severe perfor- 
mance drop, but the number comparisons 
do show why the CR-250M ate dust at 
Mammoth Mountain. 

Thankfully the CR’s engine perfor- 
mance on local tracks isn't anywhere near 
as unfortunate as it is on paper. From the 
saddle the engine is responsive, willing 
to rev and smooth in its power delivery. 
The bike accelerates hard and gives a 
great sensation of speed. It's a bit peaky, 
but not uncontrollably explosive. One or 
two kicks always lights off the engine. 
Now that the gearbox has been strength- 
ened, reliability should be excellent. 

Honda has done some strengthening 
on the frame as well. Itseems that forward 
mounting the shocks and lowering the 
engine slightly to accommodate the high 
pipe created some unforseen stresses 
around the swing-arm pivot point. To re- 
duce the possibility of small cracks oc- 
curing in this area, Honda bolted several 
reinforcing struts between the rear motor 
mounts. The left strut even uses one of 
the new cylinder studs as an anchor point. 


The system is effective, but obviously an 
CYCLE 


add-on solution that doesn't contribute to 
the bike's looks or ease of maintenance. 
This temporary remedy will be replaced 
by basic frame changes in later models. 
Slight modifications to the CR-250M's 
geometry make it a bit more willing to turn 
than previous Elsinores. Honda moved 
the steering head back 12mm which re- 
duces wneelbase almost one full inch, 
and increased the triple crown offset from 
52 to 57mm which shortens trail slightly. 
These changes help cure front wheel 
washout on hard ground—a tendency 
called ''Elsinoring" by CR-250 riders. 
Steering on the bike is now excellent. 
Suspension is less than excellent. 
There's nothing wrong up front—7.1 inch- 
es oftravel and good action that stays fair- 
ly consistent. But last year's standard 
shocks just can't cope with the greater 
leverage and travel of this year's forward 





A new transfer port just above the intake port 
bridge is fed by the main transfers on each side. 


& 


One explanation for the long mysteriousstaggered 
intake is that the extra metal above the shorter 
port is needed to control the lower piston ring. 








mounting. They last 10 minutes, at best, 
on a rough course before heat and aera- 
tion sap all but a trace of damping. When 
this happens traction becomes elusive, 
rider fatigue increases, the rear end 
wobbles and the fork becomes over- 
loaded. Lap times swell by 5 seconds per 
circuit. Honda knows their shocks can't 
cut it with forward mounting; they also 
know that owners will buy the latest Bil- 
stein or Girling gas-oil shocks anyway. So 
rather than rear mount the old shocks, 
Honda forward mounts them so an owner 
doesn't have to pay to have his shock 
brackets repositioned. He just bolts on 
Bilsteins. Presently Honda is busy testing 
several different gas-oil, gas-charged, 
springless, upside-down, fat-bodied 
and/or otherwise trick shocks of their 
own. Maybe next year. In the meantime 
(Continued on page 71) 
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Warning: The Surgeon General Has Determined 


That Cigarette Smoking Is Dangerous to Your Health. 











Kings: 17 mg. “tar”, 1.2 mg. 
nicotine; 100's: 21 mg. "tar", 

15 mg. nicotine av. per cigarette, 
FIC Report Apr. "75. 








Engine 
BHP Torque BHP* Torque* 
426 896 3.96 8.32 
5.24 9.18 512 8.98 
5.59 8.40 633 9.50 
5.72 7.51 7.84 10.30 
7.67 8.96 9.51 11.10 
9.14 9.60 10.98 11.54 
915 8.75 12.75 12.17 
11.51 10.07 17.09 14.96 
12.95 10.46 20.86 16.85 
17.65 13.24 25.64 19.24 
19.82 13.87 27.48 19.24 
18.61 12.21 27.35 17.96 
15.55 9.60 27.41 16.93 
0.0 0.0 23.88 13.93 


*Standard Silencer Removed 


Honda CR250M 
Elsinore 
Test Conditions: 
Barometer 30.01 
Temperature 
64°F Wet 74°F Dry 
Correction Factor 1.042 
Date of Test: 6/20/75 
As Tested on the 
Webco Dyno 
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TORQUE IN FOOT POUNDS 
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TORQUE 
(13.87 max.) 





HONDA CR-250M 
Price, suggested retail 
Tite MON o ooo 3.00 x 21 Bridgestone Motocross 
[eati rosis 4.00 x 18 Bridgestone Motocross 
Brake, front 5.50 x 1.0 in. (140 x 25.4mm) 
ats | enone te MEME 5.50 x 1.0 in. (140 x 25.4mm) 
Brake swept area 34.54 sq. in. (223 sq. cm.) 
Specific brake loading....11.35 Ibs./sq. in. at test weight 
Engine type Two-stroke piston-port single 
Bore and stroke 70 x 64.4mm 
Piston displacement 
Compression ratio 
Carburetion 1; 34mm; Keihin 
Air filtration Oiled polyurethane foam 
Ignition Magneto 
Bhp @ rpm 27.48 @ 7500; actual 
Torque @ rpm 19.24 @ 7000/7500; actual 
Rake/ Trail 32°/5.8 in. (147mm) 
Mph/1000 rpm, top gear 
Fuel capacity 1.8 gal. (6.8 liters) 
Oil capacity Premix 20:1 
Transmission oil capacity 1 qt. (.95 liter) 
Primary transmission ...................... . Spur gear 3.30:1 
Secondary transmission 98 x Vs chain 
3.36:1 (14/47) 
Wheelbase 57% in. (145 cm) 
Gear ratios, overall (1) 22.77 (2) 17.41 (3) 13.85 


(4) 11.50 (5) 9.55 WK 


Seat height 34 in. (86 cm) YT 

Ground clearance 9 in. (23 cm) iH bor 
Curb weight 232 Ibs. (105 kg) [zi 

Test weight 392 Ibs. (178 kg) SECONDS 





RPMx100 20 40 


RPMx100 20 
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HONDA CR250M Continued from page67 


it has been suggested that Honda ship 
CR-250Ms with wooden struts to hold the 
wheel in place, reduce the bike's price 
$40, and let the owner buy his own 
shocks. 

Other chassis components remain first 
rate. Thick spokes lace alloy hubs con- 
taining excellent brakes to D.I.D. alumi- 
num rims. A sticky Bridgestone 3.00 x 21 
tire up front joins a patented “variable 
pitch” 4.00 x 18 Bridgestone in back. At 
first glance the knobs appear to have 
been installed by a very confused molding 
machine because some sections of the 
tire have rows of knobs close together 
and other sections have them far apart. 
The explanation is simple. Since closely 
spaced knobs work best on dry tracks 
and widely spaced knobs are self cleaning 
for use in mud, Bridgestone built a com- 
promise tire with both characteristics so 
customers wouldn't have to buy two sep- 
arate tires. There wasn't much mud in 
California this summer so we couldn't test 
the spread out sections effectively, but 
the crowded sections must have been 
working fine, for the tire delivered satis- 
factory performance on dry tracks and 
in the desert. 

So did all the controls. A creamy clutch, 
slick shifting gearbox with good ratios and 
instant throttle response (when revs are 
up) make the Elsinore simple to ride. 
Winning is a little harder. If you cure the 


SE, 





silencer problem and the shock problem, 
and if you can cope with 232 pounds of 
weight, and if the track or your riding style 
doesn't demand great gobs of low-end 
power, and if you're a good rider having 
a good day against other guys with a bit 
more power . . . you can win. The odds 
are tough, but it will happen in thousands 
of races all over America. Despite its 
problems this year, the Elsinore is still 


quite competitive in the market Honda 
builds it for—the average racer market. 

Nevertheless this is the first Honda 
motocrosser we can't whole heartedly 
recommend—knowing full well the bike 
performs beyond the abilities of almost 
everybody. This year the tables are 
turned. Many riders are now better than 
the bike. It's ironic, but they probably po 
that way riding Elsinores. 


New PROFILE Il from CIRCLE INDUSTRIES 


Advanced, revolutionary redesign of the 


popular Low Rider for those who 
really appreciate excellence in 
design, engineering and 
manufacture. 


Perfect companion for the rack is 
CIRCLE INDUSTRIES’ adjustable Back 
Rest which features: 5/8** diameter heavy 
weight tubing for rigidity and strength e 
Eight inches of forward and backward 
adjustment « High quality nickel chrome 


plating » Durable, comfortable naugahyde- 


ican 


Outstanding features include: 


High strength round 


tubing and rectangular steel channel with oiled solid 
teak inserts * Nickel chrome plating for lasting beauty 
and weather protection - Double penetrated welds; 
guaranteed uncrackable, unbreakable » Available for most 
models of Honda, Yamaha, Suzuki and Kawasaki « 


covered crush-proof pad. $21.95 each, complete 


with mounting hardware. 
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$32.95 each 


CIRCLE INDUSTRIES 


Dept. C, 17901 Arenth Avenue, City of Industry, California 91748 
(213) 965-1622 
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CIRCLE NO. 39 ON READER SERVICE PAGE. 












TRA 


TETEH 


Dependable, and built to stay that way. Accep 

no substitutes. Get the one that's standard 

equipment on most Japanese, European & 
U. S. cycles. It's YUASA. 


YUASA BATTERY (AMERICA). INC. 


P.O. Box 2905. Dept. C., Santa Fe Springs, Ca. 90670 Tel. (213) 698-2275 













BMWIR 90S eee a a a 
BMW R90/6 ................- 

Bultaco 250 Alpina....................sss 
Bultaco MK VII Pursang.................. 


Can-Am 250 T'NT Enduro ........ October 

Honda CB125.— terre eters renee May 

Honda CB200 e . February 

Honda GB450 Ri eaaa eais April d 3 

Honda XL250 K1 enn July This tells you - This tells you 
Kawasaki 750 H2 ......... October - HY) 
Kawasaki G3SSA90 os seseeececese May the time what to do about it! 
Kawasaki 400 S3 ......... January ENN — 

Maico 400 Qualifier ........ .. August quu e, ua : 

Montesa 250 Cappra VR .. May a ui vi 





Montesa 250 King Scorpion .. .. January 








Norton, John Player .............. December 
Ossa 250 Phantom................ November 
Penton 250 Hare Scrambler .......... April 
Suzuki 185 Ranger & Sierra.. September 
Suzuk GT 5506 o E teer July 
Suzuki GT 380L Sebring April 
Suzuki T500L Titan ........... . February 





Suzuki TS400 Apache .... .... October 
Suzuki TS50L Gaucho.................... 
Triumph TROMA osos 
Yamaha DT360A Enduro... 

Yamaha RD60A ................. 

















Yamaha MX175A n . July 

Yamaha TXOSNA; mcc August 

Yamaha DT400 Enduro......... November 

Yamaha RD350........5.—.—- December 

BMW R90/6 aaeain 

CZ 250 MX GP ..... 

Can-Am 250 GP ................. * 

HzD/'ELEH21200;... 5st 

Honda CB400F SS ........................ March 

Honda GB500T ....-.. erre February CY 

Honda CB-750F sese rers . May " 

Honda GL-1000 April, August Dick Burleson . za IEH work for you! 
Honda XL-125K1 ooo April 

HONG aR Sie erat etn July Dick Burleson credits his VDO Enduro around to the hour. Right on! VDO's 
Honda CB550F ... ET September Racer instrument and trusty pocket Enduro also provides a mileage 
Honda CR250M .... sss October watch with helping win his national read-out and a trip-counter, settable 
Husqvarna 175 Cross Country... August enduro title. Between the two instru- and resettable in tenths of miles, 



















ments, he keeps a highly accurate ac- which is vital for enduros of any vary- 





Kawasaki KS-125 Enduro ..... February : : ; 

; count of time and distance . . . the ing average speeds. So between the 
Kawasaki 903 Z1-B .... January, August result being consistent wins! For en- watch and Vout VDO Enduro Racer, 
Kawasaki KD-175 ........ penne October duro's of 24 mph average the VDO you ‘ve got à whole lot working for you 
MV Agusta 750S America .............. May - Enduro Racer provides aone hour dial om start to finish. A great combo for 
Montesa V75 Enduro 250 ............ March pointer that works directly inrelationto the enduro beginner, a necessity for 
Moto Guzzi 850-T.................. .. August your speed. The trick is to have the _ the pro rider. Details at your dealer or 
Norton 850 Interstate... .. August timer come around to 60 minutes at write VDO direct. 

Penton Mint 400 Enduro ................ May the same time the watch comes 

Suzuki RE-5 Rotary .... January, August | |  f---------- ————————————————— —————————-—------ 
Suzuki GT-750M .................. May, August 

Suzuki/GT250M coesa July 

Suzuki GT380M .................... September 

Suzuki M125- cece cee oe September 


First in Quality...Worldwide address 





Yamaha YZ-C 125 Monocross .... 
Yamaha RD-125B 
Yamaha RD200B 
Yamaha MX 400B... Ms oe 
Yamaha XS500B.................... 
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City aa state. 
. VDO INSTRUMENTS, Cycle Division, - 5 
116 Victor, Detroit, MI 48203 or 6109 Lankershim Blvd., N. Hollywood, CA 91606 
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9 The world's greatest off-road challenge 
isthe International Six Days Trial. America 
finds an equal (or greater) challenge in 
merely selecting which of its ace mud 
slingers will participate in the International 
event. This is the sixth year a different 
method has been devised to come up with 
those riders and motorcycles which would 
make the best American team. Three se- 
lection criteria were used: an arduous 
qualifier series; past ISDT performance; 
and the all-important personal assess- 
ment by the AMA's AI Eames (and com- 
pany). This story tells how the 40 men 
who qualified did it and what they might 
expect to find at the 50th ISDT to be held 
October 13-18 on the Isle of Man. 

This year's plan for team selection 
looked good on paper. The AMA set up 
nine two-day qualifiers between January 
and June, with a rider's four best scores 
to count as his total. A Gold Medal in last 
year's ISDT would be equivalent to maxi- 
mum points in one qualifier. Raw points 
in the series played only a partial role in 
the final selections because, as in pre- 
vious years, past ISDT performances and 
"political" considerations could actually 
override either a sufficient or insufficient 
number of points. Perhaps this is as it 
should be since good or bad luck can 
effect a points total so much. A proven 
rider who can help the U.S. team effort 
should not stay home because a broken 
chain, fouled plug or poorly marked 
course cost him a few points. At the same 
time, if somebody is a weak mechanic, 
or does not have a strong support crew, 
or might jeapardize the team effort in any 
other way, this must be considered in 
spite of his qualifier points. First of all the 
ISDT is a team event—that is how it's 
scored and that's where the glory is. 
Points totalled in a qualifier series do n't 
necessarily shape the best team. There 
has to be someone who can build teams 
by cutting, adding or rearranging in much 
the same way a football coach releases 
the halfback who runs a 9.3 hundred in 
favor of a slower one who blocks better. 
It’s whatever the team needs most. 

The person most responsible for arbi- 
trarily finalizing U.S. teams is Al Eames, 
who gave up an excellent job to organize 
the ISDT when it was held in America two 
years ago and has since worked for the 
AMA as Manager of Competition Devel- 
opment, a fancy title for ISDT expert. The 
man appears to possess unwavering in- 
tegrity, which is the only way he could 
implement these incredibly subjective de- 
cisions without provoking charges of un- 
fairness and bias from those who disagree 
with their ranking. The screams of dis- 
content are infrequent for another rea- 
son—Eames has impeccable knowledge 
of America's Six Day-type riders and his 
decisions are usually right. 

New scoring rules for the qualifier 
series are the same ones used for last 
year's ISDT. The new revised system 
places greater emphasis on special tests. 
A rider collects one point for each second 
it takes him to negotiate the special test. 
Then course marks, if any, are added one 
per minute for every minute late at a 
72 















QUALIFIER WRAP-UP 


He is the rider. The mechanic. The team member. The self- 
psychiatrist. He battles the course and the clock. His bike is a 
rolling parts bin. He is one of the top 100 riders in America. 


He is trying for a chance to be one of the best in the World. 
CYCLE 








check. These are multiplied by 60 for the 
number of seconds per minute and are 
added to the special test points. A total 
score is then determined after adding 
penalty losses such as the bike's failure 
to start in the morning (50 points), losing 
a time card (10 points), smoking in the 
closed control (5 points), etc. The new 
system allows a rider to lose course points 
(arrive late at a check) and still maintain 
Gold Medal time. Gold Medals are 
awarded to the riders whose score is 
within 15 percent of the best score in his 
class. Silver Medal scores must be within 
65 percent of the best score and Bronze 
Medals go to riders who finish without 
being more than an hour late. 
Organization of the nine qualifiers was 
mostly haphazard. The enormous re- 
sponsibility and work involved in staging 
such an event proved to be too much for 
many sponsoring clubs. Land use prob- 
lems hampered some and few got help 


from the weather. A couple of events were 
excellent—namely Fort Hood and Ala- 
bama. California City and Potosi were 
adequate. The others had problems which 
will lead to further procedural changes 
next year and stricter rules for granting 
qualifiers to promoters. 

A Trial could be successful only if the 
terrain did not take on an obstacle course 
character. Rather than test the rider's 
overall skills, some courses contained 
sections which merely proved or dis- 
proved that a motorcycle could somehow 
be bulldogged through. Torture sections 
don't appear in the real Six Day because 
the terrain must be passable by the many 
50cc bikes which enter. When a qualifier 
is too tough, it doesn't help select a U.S. 
team and it forces many participants to 
ride another event in order to score well 
four times. A trial was successful only 
when a club knew the rules, marked a 
good course properly, and set up alter- 


Left—Mark Adent tends to mechanical duties under threatening skies in the California City desert. 


Below—Eastern qualifiers held in winter months meant lots of water. Thank god for silicone seal. 
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nate time schedules or routes to use in 
case of bad weather. Here's how the 
series went: 


New Jersey 


January 18-19, Forked River, N.J. 

The season's first event was over a 
series of trails and fire roads through the 
sand and scrub brush of coastal New 
Jersey. At the start the weather was well 
below freezing and there was much con- 
cern whether the frozen course would 
hold up for two 96-mile loops each day, 
especially if it rained or snowed. The first 
riders were off at 7:30 a.m. and by check 
two no one was on time. It started to rain 
at 11:00 a.m. and things got worse as the 
frozen turf and ice-covered swamps be- 
came almost impassable. 

Disaster struck Dick Burleson when 
someone forgot to top off his tank and 
he ran out of gas. Don Cutler was doing 
well on a new Ossa as was Jack Penton 
(Penton) and Gary Edmond on a 125 
Can-Am. But though there were those few 
doing well, many more were not. Riders 
were coming in well over an hour late and 
the attrition rate was abnormally high. 
Dusk found more than two dozen riders 
still stuck on the course. 

At the end, only 41 of 276 starters re- 
mained. Sunday morning dawned clear 
and mild but it was still decided to run 
only one loop. Overall winner Jack Penton 
took the 175 class and Penton easily took 
the team victory. 

New Jersey Results 





Class Name Brand 
Dane Leimbach.... Penton 
Doug Wilford ........ Hercules 
Jack Penton ........ Penton 
Don Cutler............ Ossa 
Rod Bush ............ Penton 

Open .... Jake Fischer ........ Husky 


Shortly after the New Jersey qualifier 
Jack Lehto, Manager of Husqvarna East, 
announced that for economic reasons 
Husky would no longer be able to support 
a Six Day team. This meant that riders 
such as Dick Burleson, Malcolm Smith, 
Ben Bower, Ron Bohn, Ed Schmidt, Dave 
Eames and others would have to qualify 
on their own. This was a bitter disappoint- 
ment for the team, which won the Silver 
Vase in 1973, and a major loss for 
America in general. 


Cal City 
March 15-16, California City, CA. 

The 3rd annual Shamrocks MC qualifier 
was more successful, albeit easier, than 
previous runs they held in the desert 
furnace of Barstow. Terrain in the new 
California City location was better suited 
for a trial and an earlier date caught the 
sun at a reduced intensity. Saturday was 
relatively easy, with some fast 30-mph 
sections and a couple of long cross- 
country special tests. Jack Penton got off 
hard in the first test and sprained his wrist 
too badly to continue. Dick Mann, riding 
the qualifiers very seriously this year, lost 

a wheel on his BSA. 
Sunday's schedule was faster. Since 
the weather turned cold and a stiff breeze 
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The ISDT is confusing to many 
people, but almost everybody 
has heard of the famous four- 
minute tire change. Riders 

practice year round to do it. 


Mud made simple hills at Trask 
almost impassable for many of 
the smaller bikes. When traffic 
jammed at the bottom, dozens 

lost out on Golds. 


came up, the necessity of moving more 
quickly was an asset. In winning the 125 
class, Tom Penton began an incredible 
string of six straight class wins and six 
Gold Medals. One ofthe fastest riders was 
Bob Balantine, a Southern California des- 
ert ace who was feeling at home on 
familiar territory while winning the 250 
class on a Husky out of Malcolm Smith's 
shop. He would have travelled to other 
qualifiers and probably done well if Husky 
hadn't withdrawn their ISDT support. Eric 
Jensen, who eventually was named to the 
U.S. Trophy Team, rode his best qualifier 
by finishing second 250 on a Penton. 
Behind him was Dave Hulse (Montesa) 
who has the distinction of being the only 
man to ride and finish all eight qualifiers 
this year. Carl Cranke again showed his 
versatility by winning overall on desert 
terrain. 
Cal City Results 
Class Name 
125225: Tom Penton 


Brand 
Penton 


PHOTOGRAPHY: SUSIE MANN, HENRY BOLTON, LINDA DOLL, MARCIA MacDONALD 
o , " 





(bd Billy Uhl................ Can-Am 

250:...... Bob Balentine ...... Husky 

350... Carl Cranke.......... Penton 

Open .... Mark Adent .......... Penton 
Fort Hood 


April 13—14, Ft. Hood, Texas 

Wet cold weather confronted the riders 
at the third annual Fort Hood Army Base 
trial. The Penton Machine, spearheaded 
by Carl Cranke, who again won overall, 
moved smoothly in the mud to win all 
classes but Open. Barry Higgins won that 
on a Maico to give the German brand its 
first U.S. qualifier win. Penton Imports 
won the Manufacturer's Trophy with a 
perfect zero score by team members 
Dane Leimbach (100cc), Jack Penton 
(250cc) and Carl Cranke (350cc). This 
feat was never duplicated in the series. 

To geta perfect score, each ofthe three 
team riders must win their respective 
class both days. Jim Hollander (Rokon) 
earned himself a Bronze Medal after suf- 





fering a mechanical failure that would 
sideline anybody but a gritty Six Day rider. 
On Sunday morning his swing arm broke 
in half on one side. Hollander splinted the 
break with a tire iron and a few rocks 
jammed inside the tubing and tied the 
whole thing together with some barbed 
wire from a nearby Fort Hood "'battle- 
field." Hollander soldiered on to finish on 
Bronze. 
Fort Hood Results 


Class Name Brand 
7005..— Dane Leimbach.... Penton 
125.52 Tom Penton ........ Penton 
1752 Dan Young ......... Penton 
2502.55 Jack Penton ........ Penton 
350 Carl Cranke... . Penton 
Open .... Barry Higgins Maico 





Alabama 
April 19-20, Birmingham, Ala. 

Gordon Rickel and Co. did a fine job 
of promoting their first qualifier. The 
Can-Am team fell apart early after Billy 
Uhl's bike broke a wrist pin and Gary 
Edmond hit check three 7 minutes late. 
Only Lars Larson stayed on Gold. Tom 
and Jack Penton barely held off two Ossa 
newcomers, Kevin Lavoie on a 350 and 
Max Markowitz on a 175. Lavoie ended up 
winning the whole thing after Jack Penton 
broke a chain. He had removed the tool 
pouch to make the bike lighter for a spe- 
cial test, so when the chain snapped he 
had to run back and retrieve the tools 
before he could make repairs. The time 
it took dropped him to Bronze. Dane 
Leimbach repaired a flat to stay on Gold 
and win his class. Perfect weather helped 
the Ossa team whip the Pentons for the 
first time. 

Alabama Results 


Class Name Brand 
100........ Dane Leimbach.... Penton 
125: ne Tom Penton ........ Penton 
115:....... Dennis Vandecar Penton 
250: Don Cutler............ Ossa 

350........ Kevin Lavoie ........ Ossa 

Open .... Frank Gallo .......... Husky 


Trask Mountain 
May 3-4, McMinnville, Oregon 

Luck was the word in this fifth-annual 
and unfortunately disastrous qualifier. 
Heavy rains turned an ordinary Saturday 
morning slope into a killer hill which be- 
came a severe bottleneck after the big 
bikes (running first) churned it into slop. 
The 175 and 125 riders had to wait 30 
minutes just for a shot at the hill. Con- 
sequently, the second lap around the loop 
was cancelled, but radio communications 
garbled the message and broadcast that 
"the event has been cancelled." This 
meant that some people quit where they 
received the wrong message, and that 
some people got lost trying a shortcut 
back to camp. Four riders had actually 
begun their second loop before it was 
cancelled! 

Al Eames presided over the first rider’s 
meeting ever held on a Saturday evening 
at a qualifier. Since riders had straggled ~ 
in from all points and there had been a 
second bottleneck hill, it was decided to 
allow any rider who had reached check- 
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two to remain in the event if he desired— 
riding only for a Bronze Medal with no 
score. 

Sunday's course was easier because 
the sponsoring club had cut the sections 
which promised to be troublesome in wet 
weather. But there was no rain so the 
event became a cakewalk. Most scores 
were based on whether a rider was lucky 
at Saturday's bottlenecks. Rokon took 
their first team win along with four of six 
Gold Medals in the 350 class. Dane Leim- 
bach was the only 100 class finisher and 
that was a Bronze Medal with no score. 
Tom Penton had the only official score 
in the 125 class. Out of 208 starters, 16 
won Golds, 10 won Silvers, 39 won real 
Bronze Medals with scores and 39 won 
Funny Bronzes, as they came to be called. 

Trask Mountain Results 


Class Name Brand 
1253 Tom Penton ........ Penton 
195 ek John Sitton .......... Penton 
250.7. Dick Burleson ...... Husky 
350: Ben Bower .......... Husky 
Open .... Mark Adent .......... Penton 


Bad Rock 
May 10-11, Weston, Oregon 

Problems with weather and land closure 
plagued Bad Rock this year. A late winter 
forced the Forestry Service to keep 
closed the area normally used at Bad 
Rock to prevent excessive damage to the 
soft terrain. One area still open was Pine 
Creek, which contained 28 stream cross- 
ings in 5 miles. The creek took its toll by 
drowning out ISDT (and engine water- 
proofing veterans) Jack Penton, Ben 
Bower, Lars Larsson, Ken Maahs, Jim 
Simmons and John Sitton. Still, 102 of 162 
starters finished Saturday. 

When rain began falling that night Team 
Managers Marcia MacDonald (Yankee) 
and Don Graves (Rokon) requested that 
the Pine Creek sections be bypassed 
because the new rain would make them 
near torrents. The Clerk of the Course 
agreed, but failed to remove a couple of 
the old arrows so many riders ended up 
in the stream anyway. Said overall winner 
Carl Cranke, “I thought they weren't 
going to send us swimming today.” 
Eighty-two people managed to swim to 
the finish. 

Bad Rock Results 


Class Name Brand 

T0907 Joe Pyle: ............—. Penton 
12575. Tom Penton ........ Penton 
Tribe Billy Uh s Can-Am 
250: Dick Burleson ...... Husky 

Eo O Carl Cranke.......... Penton 
Open .... Mike Hannon........ Bultaco 


Picayune, Miss. 
May 24-25, Picayune, Miss. 
This event was cancelled due to an 
impassable amount of water on the 
course. 


Potosi 
May 31-June 1, Potosi, Mo. 

A large contingent of 235 riders took 
off on Saturday under cloudy skys with 
occasional rain. The course contained a 
lot of neat new trail on mining company 
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The Pine Creek section of 





Bad Rock contained 28 stream crossings 


ger 


in 5 miles. This Colorado rider 


is freezing in a snow-lined creek while the water his engine swallowed is pouring out of the tail pipe. 


land, but sparse marking confused many 
riders. “This event ran more by the Ws 
than the proper arrows," said Al Eames, 
meaning riders came upon Wrong signs 
more often than course arrows. This 
meant lots of backtracking and sniffing 
around for the real route. If a rider was 
trail smart, however, he had little problem. 
This qualifier turned out to be a titanic bat- 
tle between Carl Cranke and Dick Burle- 
son on big bikes and Billy Uhl and Max 
Markowitz on 175s. On day one Cranke 
jumped to a 9 point lead which shrunk 
to 6 points by Sunday afternoon. The 
event would be decided on the final 
motocross special test where Cranke and 
Burleson lined up in the same moto. 
Cranke fell off near the start and quickly 
remounted but Burleson stayed 7 sec- 
onds ahead which was enough to make 
him overall Trial winner by 1 point. 

In the 175 class Markowitz bested Uhl 
by 5 seconds on day one and Uhl beat 
Markowitz by 1 second on day two, so 
the class win went to the Ossa rider by 
4 seconds. Dane Leimbach did not ap- 
pear because he had broken his collar- 
bone two weeks previously in a motocross 
race. He would also miss New York. AI 
Eames' son, Dave, won the Open class 
at Potosi on a Husqvarna. He was one 
of 99 finishers. 

Potosi Results 


Class. Name Brand 
1007 -SS Rick Grant............ Hercules 
T2599 Tom Penton ........ Penton 


250: Dick Burleson ...... Husky 
350x Carl Cranke.......... Penton 
Open .... Dave Eames ........ Husky 


New York 
June 14-15, Hannibal, N.Y. 

It had been raining steadily for two 
weeks in New York as the first riders took 
off to battle the mud monster. It devoured 
them handily and blocked the course with 
its victims. Lars Larsson was held up by 
stuck riders so often that he quit in dis- 
gust. Dick Mann took a nasty spill and 
cracked three ribs. Billy Uhl was late with 
wet electrics. Only 70 of the 190 starters 
finished the first of two loops. The Ossa- 
mounted Yankee team was doing well as 
Kevin Lavoie led the 350 class and Don 
Cutler dominated the 250s. Dave Eames 
and Barry Higgins were dueling for Open 
class honors. 

Day two started with only 56 riders 
remaining. The course was shortened to 
one 90-mile loop which by-passed a deep 
river section that had been just as bad 
as the mud on Saturday. The event was 
completed by noon and Kevin Lavoie was 
the overall winner. 


New York Results 


Class Name Brand 
100........ Ted Leimbach ...... Penton 
1252. Gary Edmond ...... Can-Am 
WHS cst Dennis Vandecar Penton 
2505. Don Cutler............ Ossa 
350. Kevin Lavoie ........ Ossa 
Open .... Barry Higgins ...... Maico 
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Eric Jensen 
Eric is one of two new Trophy Team 
members. He learned to ride in the 
California desert and has owned a 
motorcycle shop for 8 years—since 
he was 18. In two previous ISDT 
rides he has won a silver medal and 


DNFed. He'll ride a 250 in England. 
Eric races both Baja and motocross. 


Carl Cranke 
Carl has won three Golds in three 
ISDTs. Many consider him to be 
America's most consistent 
cross-country rider and he is the 
perrenial special-test speed champ. 
Carl is 26 and works for Penton 
West in Sacramento, Ca. He'll ride 
in the 350 class. 


€ When all the mud from the qualifiers 
was dry and the points were tallied and 
the manufacturers had submitted their 
support plans to the AMA, AI Eames and 
his committee chose America's teams. By 
virtue of qualifier performance Penton 
would be the Trophy Team mount and 
Ossa the Vase Team brand. Can-Am and 
Rokon would field Manufacturer Teams. 

America's six best riders should theo- 
retically comprise our Trophy Team, 
which will battle with 12-15 teams from 
other countries for the ISDT's top prize. 
But since riders are so often tied to 
brands, our Trophy Team actually con- 
sists of America's top Penton riders. If 
John Penton spends tens of thousands 


Tom Penton 
Tom's ISDT participation began in 
1968 and he has since won three 
Golds and two Silvers. The 
25-year-old bachelor and son of 
Penton Importer John Penton works 
in the R&D department of Penton 
Imports, Lorain, Ohio. He will ride a 
250 on the Isle of Man. 


Dan Young 
Twenty-four-year old Dan Young is 
new on the Trophy Team this year. 
He was formerly a Honda mechanic 

in a Kentucky dealership before 
moving to Lorain, Ohio, where he 
now works in the Penton Imports 
service department. He won a 
Bronze last year and will ride a 175. 


Jack Penton 

Jack is the youngest of the three 

Penton brothers and at 21, a Six 

Day veteran with three Golds, a 
Silver and a Bronze to his credit. He 
too works at Penton Imports and is 

single—though at present he's 
engaged. When he's hot, Jack is the 
Team's fastest rider. 


Dane Leimbach 
Dane is a cousin of the Pentons and 
has won three Golds and a Bronze 
in previous ISDTs. He is also 24 and 
works as production manager in the 
Penton Imports Research & 
Development facility in Lorain, Ohio. 
This year he switches from a 100 : 
Penton to a 175. 





ISDT 





UNITED STATES TEAMS 


Being a superb motorcyclist isn't enough for Team members. 
They must be able to take off work a minimum of two months 
per year, spend a lot of their own money and arrange for 


of dollars in fielding and supporting an Support crews all over the world. These 40 men managed it all. 
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"Leisure... 


If you're an advertiser in this magazine, the word "leisure" is 
regularly used to describe the kind of product or service 
you sell. 

And yet, in a certain sense, "leisure" is one of the 
worst descriptions of the market youre selling to. For the 
least leisurely person of all is the enthusiast, your best 
customer. He is busy on his regular job— but often he seems 
(especially to his wife) even busier off it. 

Leisure, in other words, is not synonymous with 
doing nothing. Its exactly the opposite. Doing something. 

What has this got to do with Newsweek? 

Newsweek is written and edited for active, busy 
people—doers, who make money and can buy what they 
want. Newsweek enables them to keep up and keep busy at 
the same time— gives them a necessary weekly key to all 
the news that concerns them, and gives them time left over 
to busy themselves with the "leisure" activity that leads 
them to buy and enjoy your products. 

And thus Newsweek can spread your good word 
both ways: to thousands of people who are already good 
prospects, and many thousands more who can become 
active members of your market, if you catch them when 
theyre involved in what interests them most, and present 
your message in a newsworthy manner. 

News is an indispensable ingredient in the life of 
these aware individuals who keep up with their communities, 
keep ahead of their jobs and responsibilities — and use 
leisure creatively, both to their own advantage and yours. 


Newsweek 





A knowledge of psychology can be a real 
benefit to you. And, chances are, you 
already know quite a bit about it. 

Because you are an avid reader, you 
obviously have an active and inquisitive 
mind. You observe people, try to 
understand them better, perhaps even 
formulate some informal theories of your 
own. 

You know enough psychology to know 
that people are endlessly fascinating, that 
you can do better in life by understanding 
more about people, and that no matter how 
much we know, we learn more about 
human behavior every day. 


Find out what you know ... and what you 
don't know. 


Now you can find out how much you 
really do know about psychology by 
taking a test CFREE 

The editors of Psychology Today have 
designed a special test to show you the 
present status of your knowledge of 
psychology. It's fun to take, and you know 
the results immediately because you grade 
yourself with a special answer key. Send in 
the coupon below and we will rush the test 
to you... FREE. And when we send the test, 
we will also send a booklet of complete 
information on a new and easy way for you 
to expand your knowledge of psychology. 
Expand your knowledge of psychology 
with a unique method... 
Psychology Today Independent 
Study Program 
Offered in cooperation with the University 
of California Extension 

Yes, now you can learn a great deal more 
about psychology in less time than you'd 
expect. In only 16 weeks, the Psychology 
Today Independent Study Program can teach 
you as much about human behavior as a 
college psychology course. 
There are no classes to attend. You study 
when you have the time and where you 
choose. And upon successful program 
completion, you receive 8 college credits 
from one of the world's most respected 
learning institutions. 








You Get All The Help You Can Use 


Everything you need to successfully 
complete the course is sent to you. You 
receive a unique series of study manuals to 
guide you through each major area of 
psychology step by step. You receive the 
most complete and exciting introductory 
textbook available anywhere today— 
Psychology Today: An Introduction—as your 
basic learning resource. You also receive 
four long-playing records that bring 
psychology to life at the spin of a turntable 
... And to help you test your progress, you 
receive a series of unique self-check 
quizzes. Each one you take not only shows 
you things you need to study further, but 
refers you to the exact pages in the text you 
should read to study them! Finally, a 
friendly computer scores the five exams 
you'll be taking. It tells you what you got 
right and wrong, and what to re-study. 

The materials you work with make the 
Psychology Today Independent Study Program 
the effective way to learn psychology. 





And You Get 8 Credits From The 
University of California Extension 


Knowing a great deal more about 
yourself and others is probably more than 
enough reason why you should complete 
this course . . . but it's nice to get official 
recognition of' your achievement. And so, 
when you successfully complete the 
program, you will receive 8 extension 
credits from one of the world's most 
respected universities, The University of 
California. 


This entire program is available for half 
the amount it would cost you to take a 
similar course on a college campus 

For only $10509 you can gain a vast new 
fund of knowledge that can improve every 
facet of your life...and you can gain 8 
college credits. And all this, in the comfort 
and convenience of your own home and 
whenever your schedule permits. 


So use the coupon today to send for your 
free quiz and the booklet that will 
introduce you to a whole new way of 
understanding people . . . and yourself. 


PT-M-5 


VASE TEAM 


Charlie Vincent 
Ten years as New England's 
scrambles champ and two Golds in 
past ISDTs easily qualifies the 
39-year-old Vincent for the Vase 
Team. He lives in Windsor Locks, 
Conn., with his wife and two 
children and works in elevator 
repair. He will ride a 250 Ossa. 


Kevin Lavoie 

This will be Kevin's first Six Day. 
However, he should do well based 
on his strong qualifier performances. 
He is an 18-year-old who races and 
works in his parents' restaurant. Don 
Cutler is teaching him mechanics so 
he can keep his 350 running crisp. 

Kevin comes from Chepachet, R.I. 


American team, it can only be expected 
that the team will ride Pentons. John’s 
enthusiasm does not transcend his busi- 
ness sense. This year’s Trophy Team is 
as strong as any U.S. Team to date. It 
will be directed by team manager Larry 
Maiers, Penton Imports General Manager. 
The six motorcycles on each team may 
be of any brand as long as three different 
displacement classes are represented. 
A four-man contingent sponsored by 
Ossa importer Yankee Motors will repre- 
sent America in the Silver Vase competi- 
tion which is second only to the World 
Trophy in importance. The all new 1975 
Ossa Desert Phantom will be used. Team 
manager, Marcia MacDonald, will be re- 
sponsible for logistics and strategy. In the 


OCTOBER 1975 


P 


Don Cutler 
At 39 Don is a true veteran of New 
England scrambles wars and ISDT 
competition, where he has earned 
two Silver Medals. Don lives in 
Putnam, Conn., and will prepare all 
the Vase Team Ossas in his garage. 
His job is to design and fabricate 
parts for racing yachts. 


Max Markowitz 
At 17 Max will be one of the 
youngest Six Day riders on the 
Island. He was twice champion of 
New England's Junior ISDT program 
and has wanted to ride the Six Day 
since age 11. He and Lavoie have 
both attended Rolf Tibblin's MX 
school. He rides a 175. 





past MacDonald has covered several 
ISDTs as a journalist. Vase Team bikes 
may be of any brand as long as two dis- 
placement classes are represented. 

Had either Rokon or Can-Am done bet- 
ter than Ossa in the qualifiers, they prob- 
ably would have been America's Vase 
Team mount. Instead both are now enter- 
ing a three-man Manufacturer Team. 
Penton is fielding an additional Manufac- 
turer Team, called Penton “C” in addition 
to the two “A” and “B” Manufacturer 
Teams traditionally comprised of the six 
Trophy Team members. Ossa makes up 
a Manufacturer Team from three of their 
four Vase riders. 

Club Teams are the last type in ISDT 
competition. These three-man teams may 





ride motorcycles of any displacement as 
long as two different brands are repre- 
sented. The number of U.S. Club Teams 
cannot be confirmed until the ISDT spon- 
sor sets an entry limit for the United 
States. At best all 40 men who qualified 
will ride, but due to space limitations in 
England, that number could drop to as 
low as 28. Those not already named to 
specific teams will be combined into 
various three-man Club Teams. One such 
team has already been established—a 
powerhouse made up of Husky riders left 
in the lurch when Husqvarna withdrew its 
ISDT support. Six-time Gold Medal winner 
Malcolm Smith will team with veteran Gold 
Medalists Dick Burleson and Ed Schmidt. 
This is probably America's best shot at 
winning a team division overall. 


MANUFACTURER TEAMS 


CAN-AM 
Billy Uhl Boise, Ida. 
Lars Larsson San Diego, Ca. 


Gary Edmond Canterbury, Conn. 


ROKON 
Farmington, Mo. 
Hamden, Conn. 


Jim Simmons 
Jim Hollander 


Ron Bishop Escondido, Ca. 
OSSA 
Cutler, Lavoie and Vincent 
PENTON A 
Cranke, Jack and Tom Penton 
PENTON B 
Jensen, Leimbach and Young 
PENTON C 
Dennis Vandecar Okemos, Mich. 
Gary Younkins Hubbard, Ohio 
Rod Bush Parkersburg, W.V. 
CLUB TEAM 


(Husky and Lindstrom mounted) 
Malcolm Smith Riverside, Ca. 
Dick Burleson Lorain, Ohio 
Ed Schmidt St. Louis, Mo. 


Additional club teams will be made up of 
the following riders, in order, depending 
on how many entries the U.S. is granted 
by ISDT sponsors. 


Dave Hulse Bay Shore, N.Y. 
Stan Rubottom Ester, Mo. 

Chris Carter Menlo Pk, Ca. 
Jim Piasecki Toledo, Ohio 
Ken Maas McMinnville, Ore. 
Jeff Gerber Lorain, Ohio 


Ron LaMastus Morgantown, Ind. 


Dave Mungenast St. Louis, Mo. 
Mark Adent Calabasas, Ca. 
Ben Bower Mt. View, Ca. 
Barry Higgins Smyrna, Ga. 
Jim Fogle Lancaster, Ohio 


Charlie Bethards 
Jerry Harris 


Auburn, Wash. 
Hannibal, N.Y. 


Doug Wilford Cleveland, Ohio 
Don Stover Placerville, Ca. 
Drew Smith Stanhope, N.J. 
David Ashley Evansville, Ind. 
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9 |n October the Irish Sea is cold and 
black; unmerciful rain and wind lash a 
pea-sized island floating in that angry 
water. Nevertheless, the Isle of Man—best 
known to motorcyclists as the scene of 
the TT roadraces—will host an ISDT in 
1975. Within the island's 50-mile circum- 
ference, 300 men will struggle against 
time and terrain in a six-day quest for gold 
medals and world team titles. 

Thés year marks the 50th ISDT. The 
United States has entered official teams 
in the last six events, so the real signifi- 
cance of the ISDT is just becoming clear 
to Americans. Our best riders have only 
managed a fourth place in the Trophy 
Team competition. A Yankee has won a 
class overall once: in 1961 Bud Ekins took 
the Open class on a 650 Triumph. The 
United States Vase Team did win in 1973, 
so Americans do have the potential to 
capture the World Trophy someday. 

Czechoslovakia has dominated the Six 
Days recently; indeed, the Czechs have 
won the Trophy Team competition five 
years straight on their Jawas. They should 
do the same again this year. Cycle pre- 
dicts the next five finishers will be: East 
Germany on super-durable MZs; the 
United States; West Germany on Zun- 
dapps; Sweden on KTMs (Husky cancelled 
their support worldwide); and Italy like- 
wise KTM-equipped. Since Czechoslova- 
kia has won seven out of the last ten Vase 
Trophies, there’s no reason to suspect 
they won't repeat. The United States 
should place in the top five. 

Three loops go around the Isle of Man 
or criss-cross through its midsection (see 
the map). Each loop will be run in both 
directions; in that way the course is dif- 
ferent for six consecutive days. Every day 
will require about 200 miles of riding. The 
island terrain is mountainous, twisty, 
urban, rural, fast, get-off-and-push, and 
even scenic. A nice trail ride? Don't be- 
lieve it. The ISDT is the to''ghest thing 
you can do on a motorcycle. Ask anyone 
who's tried it. © 


The ISDT course -routes encircle and criss-cross 
the island. They will turn 300 bikes to scrap iron. 
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ISDT 


ISLE OF MAN PREVIEW 


Running a series of loops forward one day and backward 
another results in a 1000-mile ISDT course. About 300 riders 
will wind through cities, hamlets, mountains, backroads— 
probably in the rain—to see what country has 


assembled the best cross-country team. 
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olds Tobacco Co. 


* jinstons bok mal 
- difference. 


‘box fits in my jeans or jacket andl 


get crushed. That makes a differe 
J ‘Winston's taste makes a. real - 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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We served our country before it was a country. 


It's 1775. Into the opportunities offered by over 70 different 
The Colonies are still struggling to be free. Striving career fields. Into the challenge of work that 
to become thirteen stars, united on a field of blue. asks the best of both mind and body. Intothe ; 









And the Navy is there. adventure of discovering this world's places 

Meeting the challenge of independence, rising to and its people. 
the opportunity of freedom. 

The spirit that moved Navy men then, 
still moves Navy men and women today. 


Get into it. See your Navy Recruiter. 
Or call 800-841-8000 anytime. 











^Dont tell anybody 
Itold you, but the 


DTAOOBisthe best 


big-bore Enduro 
around. 


"My name is George Elliott. I'ma test-rider, motocross racer, 
and editorial director of Popular Cycling Magazine. I wouldn't want this to 
get around —1I have a reputation of being a very tough critic— but I came 
away from riding the DT400B saying things like "great" and "terrific? 

“The DT400B has the best enduro engine that Ive ever tested. 
The engine literally pulls like a locomotive. Low speed and mid-range 
performance is phenomenal —which means that you can climb fearsome 
hills and plow through tough terrain that you just wouldnt try with other 
bikes. On road, this bike will give you all the speed you ««; need and 
then some! It handles well, brakes well, and like other 5 
Yamahas, it'll wear well. | 

"fit were my money "assis 
(and I didnt take a nickel for doing 
this ad), I'd buy a Yamaha DT400B, 
the best big-bore on-road offroad 


bike around? 
“Id buy 


CIRCLE NO. 45 ON READER SERVICE PAGE. Someday youll Own. a Yamaha. 












1 The Top Fueler of Carl Ahlfeldt and Marion Owens is the largest r A 
displacement dragster in the history of nitromethane. A pair 

of 74 engines have been bored to 3%" and stroked to 5" for 

a total of 236 cubes, or 118 per engine. If it's fair to estimate 4 
horsepower at 2 bhp per cubic inch, the biggest double puts 

out just under 500 horses—good enough for a sub-record ET. 





2 And here's the run that was under Joe Smith's National ET record. 
Putting down a rear footprint about 18" long and maybe 12"' wide, 
Owens legs the Monster-Glide off the line on the way to an ET of 
8.14, seven hundredths quicker than the record. And no smoke! 
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AMIDST THE DISARRA F THEIR COMPETITORS, 
MARION OWENS AND CARL AHLFELDT CALMLY BAGGED TOP FUEL 


PHOTOGRAPHY: WARNER RILEY 


3 If road racing is racing on a road, this TZ-700 Yamaha 
is right at home—with a new class record in the 10.8— | 
131 mph neighborhood. Not a bad way to fine-tune your | 
pavement scooter for Daytona, especially if you E 
don't have access to a dynamometer. 
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€ The Beech Bend meet, known also as 
the Bowling Green meet, has produced 
over the past couple of years some signif- 
icant records. The initial portion of the 
track is occasionally treated with trac- 
tion compound. About four- years ago 
Boris Murray ran 174.75 with his double 
Triumph, setting a speed record that was 


4 Arch-rivals Mike Bruso and 
Eraldo Feracci go at it in Junior 
Eliminator, semi-final round. 
Bruso won, and won the final 
with his broad-bore Kawasaki. 





untouched until last year's Ontario meet. 
This year the track was good, the bikes 
were strong and sub-record ETs were 
flying all over the place. Marion Owens, 
riding Big Carl Ahlfeldt's double 74, spun 
out a 8.14 in the first round of eliminations 
and un-nerved the entire Top Fuel field, 
especially T. C. Christenson, who red- 


5 Former Top Gas star Ron 
Fringer switched to Super 
Eliminator a couple of years 
ago. His 1189cc Sportster 

, now holds both ends of his 
class record. 


6 Bob Carpenter, here cleaning 
his tire before an eliminations 
round, won Pro Stock with 

his 800cc H2 Kawasaki and 
set a new record of 10.00. 


lighted against him, and Joe Smith, who 
forgot to turn on the fuel valves in the 
final and lost fire. Other fuel competitors 
broke belts (Russ Collins), twisted 
sprocket shafts (Danny Johnson) and 
smoked clutches (Bob Mauriello). And 
the Vance-Hines double Honda won Top 
Gas, with a best ET of 8.80. e 


7 T. C. Christenson and his Hog- 
7 slayer Norton double were both 

looking good until they drew 

Marion Owens' Harley double in 

the second round. Owens had run 

his 8.14 in the first round. 

T.C., possibly nervous, left 

early against Owens and fouled. 





€ Some factory racing bikes travel in 
style, cosseted in grand transporters, at- 
tended by battalions of mechanics, su- 
pervised by high-salaried team managers, 
and guarded by Mr. Pinkerton's men or 
their equivalent. But no such privileges 
were accorded Triumph Trident, regis- 
tration number (license plate) XWD583H, 
aboard the 10:30 am Isle of Man Steam 
Packet Company's ferry out of Liverpool 
on Thursday, June 1st, 1972. 

The triple, lashed to the starboard stern 
rail, shared deck space with spectator 
machines enroute to Douglas and the loM 
Tourist Trophy Races. Its closest traveling 
companion, a grotesquely customized A7 
BSA, seeped oil and polluted the deck 
with a mixture of filth and Castrol-R. Just 
a few promenading passengers gave the 
Trident a second glance, appreciating its 
rather superior cafe-racer lines. Most 
people passed by, unaware of Slippery 
Sam, a bike that had already won the 
1971 Production TT—and would win an- 
other in 1972, repeat in 1973, triumph in 


1974, and again in 1975. 

The cheap transport stemmed from 
BSA's 1971/72 financial disasters, which 
destroyed the racing resolve and threat- 
ened Sam with the ultimate ignomy of 
destruction. That fate was only averted 
by the efforts of 39-year-old Les Williams, 
a chargehand in the Meriden racing de- 
partment, beforethe BSA-Triumph compe- 
tition axe fell. In January 1972, Les had 
attended to the Formula 750 Beezumphs 
of Paul Smart and Ray Pickrell during their 
South African foray; the group returned 
tothe shattering news thatthe BSA racing 
program was dead. Later, a slight easing 
of the embargo did allow Triumph me- 
chanics to operate on the “private” F750 
racers of Percy Tait, Tony Jefferies and 
others, providing they did so in their own 
time. But production machine racing was 
out. To prove the point, Slippery Sam 
promptly disappeared into a dark corner 
of the Meriden cellar, fading away in 
lonely obscurity. 

However, fate would decree a reprieve. 





Ray Pickrell, Production TT winner in 
1971, had a notion of a repeat perfor- 
mance and badgered Williams for Sam. 
The propaganda fell on receptive ears, 
since Les possessed a quiet determination 
to rescue something of Meriden’s racing 
glory. So Williams in turn pestered Doug 
Hele for permission to rejuvenate Sam at 
home, safely distant from the ‘‘scrap- 
the-racers" hierarchy. Eventually Hele 
relented. Fixing his eyes on the far dis- 
tance, he responded in classic diplomatic 
terms, roughly interpreted: ‘‘Oh very well, 
but / haven't said a word, have I?" Thus 
one Triumph Trident was smuggled 
through the Meriden gates and prepared 
in Williams' Coventry home; there it 
awaited for 1972 Production TT and a 
top-managerial change of heart. None 
was forthcoming. 

In total dejection, Williams took his an- 
nual Isle of Man vacation, inevitably run- 
ning across Ray Pickrell who was insistent 
as ever on racing Sam. Williams rang 
Meriden a number of times. "Look, we 
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can win again,” he said every time. ‘‘Arrr- 
hum," said Hele again and again. That 
response presumably signified a concur- 
rence of sorts, because Sam was soon 
rolling northwards in the hands of 
Triumph employee Fred Swift who slotted 
the bike on the Steam Packet. On making 
loM landfall, and after fueling-up and 
passing the scrutineers, Pickrell headed 
Sam out for a "quick" bedding-in lap. 

Fortunately for their peace of mind, the 
Williams /Swift back-up crew failed to see 
the horrendous series of lurches which 
marked the descent of Bray Hill; this ad- 
venture left Pickrell somewhat less con- 
fident of his race-day prospects. Not sur- 
prisingly, the rest of Pickrell's lap was 
sedate. Back at the start, Williams and 
Swift watched the minutes run into a 
“slow” lap time. They wondered how best 
to compile letters of resignation to the 
Meriden management. 

But Pickrell returned with Sam in one 
piece. After a shot of nerve-steadying 
stuff, he reported stopping in the country 
to set the Girlings on "hard" with a C- 
wrench borrowed from a spectator. Sub- 
sequently he had investigated the high- 
speed potential along the straight and 
smooth sections and found the bike much 
to his liking. “But it handles like a whole 
herd of bloody pigs,” moaned Pickrell. Yet 
there was no lessening of his resolution 
to race Sam—to victory. 

That night, with time running out, ev- 
erything possible was done to improve 
suspension, mainly by attention to the 
front fork legs. On the Friday (race-day- 
minus-one), Pickrell completed his sec- 
ond and last practice session, recording 
the day’s fastest lap. 

Twenty-four hours and 150 miles later, 
there was only cause for rejoicing. Pickrell 
had won easily at 100.00 mph: “Just sittin’ 
there, twiddling Sam's controls.” Williams 
returned to Meriden and there he learned 
that the "Management Is Displeased and 
Heads Would Be Rolling but for the Sav- 
ing Grace that We Happen To Have 
Won.” Of immiscibilities are legends born. 

Sam was the progeny of successful 
Bonneville production racing in the late 
1960s. By late '69, the Meriden race shop 
concentrated on readying a number of 
real-racer 750cc triples for Daytona, plus 
three Tridents for production and long- 
distance events. The outright racing ma- 
chines received priority treatment, there- 
fore the production bikes barely deviated 
from stock. Aids-to-racing additions in- 
cluded alloy rims, clip-ons, rear-set con- 
trols, matched dampers, fairings, and 
21-liter fuel tanks.. Double-drum 250mm 
twin-cam Fontana front brakes replaced 
the standard Triumph products. But in no 
way were the three machines specially 
selected. Instead, they arrived in the rac- 
ing department labelled "'production- 
line-rejects.”’ 

Percy Tait, Malcolm Uphill and Rodney 
Gould were the projected Triumph team- 
sters for the 1970 TT, but Gould stepped 
down to conserve his energies for the 
250cc World Championship (which he 
won on a Yamaha). Tom Dickie, a reliable 

(Continued on page 90) 
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To win the Isle of Man 
Production race five 

times straight, a motor- 
cycle must be lucky— 

and good, really good. 
Sam has had the best 

of luck and the finest 
hardware. If all Tridents 
are created equal, then 
Sam—with abbreviated 
lights, full fairing, twin discs, 
racing frame and 75- 
horsepower engine—must 
be first among equals. 


By Jim Greening 

















loM performer, took Gould's berth on Sam, 
finishing fourth behind Uphill, Peter Wil- 
liams (Norton) and Ray Pickrell (Dunstall 


Commando). 
Although designated by identification 


numbers, the production racers were 
Soon given names by the Triumph me- 
chanics. For unexplained reasons, the 
number-two bike was christened “Sam,” 
and that machine alone among the three, 
survived the ravages of time and industrial 
upheaval at Triumph. 

The "'slippery" forename derived from 
Percy Tait’s description of Sam’s procliv- 
ity for depositing engine oil on the rear 
tire. Its oily disposition first became ap- 
parent in practice for the 1970 Bol d’Or. 
“Bloody Old Slippery” Tait was wont to 
mutter—and he didn’t know half of it. Hour 
by hour the condition went from bad to 
worse, plastering bike and riders (long- 
distance specialist Steve Jolly shared the 
ride) with Duckhams castor-based oil. It 
was scavenging trouble with a ven- 
geance; the crankcases flooded and the 
engine ejected oil like a monster three- 
piston pump. Regular pit calls for oil kept 
Sam in action, until such time as circula- 
tion miraculously restored itself. The pre- 
cise cause of the trouble—and the cure 
—remained a mystery. Suspicion pointed 
to the oil cooler in the return line. Anyway, 
the Paul Smart/Tom Dickie "Brother of 
Sam” took the Bol d'Or, with Old Slippery 
getting fifth place. 

More time and energy went into pro- 
duction racing preparation for 1971 sea- 


Click. 


You've got the story. 


Meet Kodak's Tele-Instamatic camera — 
the new pocket-size camera that's 
really two cameras in one: a Stand= 
ard snapshot camera and an excit- BE 
ing telephoto camera. With two 
lenses built right into the camera 
tnat let you switch back and forth at the 


flick of a finger. 


And the Tele-Instamatic camera 
uses the great new flipflash, for 
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THE TT RECORD 


YEAR 
1970 


RACE LENGTH 
5 Laps 
188.65 Miles 
4 Laps 
150.92 Miles 
4 Laps 
150.92 Miles 
4 Laps 
150.92 Miles 
4 Laps 
150.92 Miles 
10 Laps 
377.3 Miles 

*Record Lap 


RIDERS 
Tom Dickie 
1971 Ray Pickrell 


1972 


Ray Pickrell 


1973 Tony Jefferies 


1974 Mick Grant 


1975 Dave Croxford 


Alex George 





son. Sam's stock frame gave way to a 
"special" with shorter bottom loops which 
lifted the engine 1.25-inches, and moved 
it slightly forward. This effectively kept the 
engine casings from grounding, as well 
as improving weight distribution. The front 
fork tubes were shortened by one inch, 
and considerable effort went into the 
search for better suspension charac- 
teristics. To ensure damping consistency, 
partly machined tubes were obtained and 
then accurately reamed and assembled 
as a matching pair. An early Bonneville 
quickly-detachable wheel supported the 
rear, flouting the advice of stress engi- 
neers who thought the hub would fracture 
underthe Trident's 440-pound dry weight. 

Triumph demonstrated its commitment 
to racing by entering four official bikes 
in the 1971 four-lap (150.92-miles) TT; it 
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ENTRANT 
Eddie Dow Ltd. 


POSITION 
4th 


SPEED 
94.14 mph 
Triumph 1st 
Engineering 
Boyers of 
Bromley 
Alan Jefferies 


100.07 mph 
1st 100.00 mph 

101.62 mph* 
1st 95.62 mph 


A. Bennett Ltd. 1st 99.72 mph 


Norton Triumph 1st 99.60 mph 


102.82 mph* 


was the first time the factory admitted that 
genuine works production racers existed. 
Pickrell, down to ride a BSA Rocket-3, 
Switched to Sam, winning at 100.07 mph 
after early challenger Peter Williams 
parked his expired Norton Commando. 
The 1971 victory was the first of Sam's 
five-win string. Two other BSA-Triumph 
riders hit-form, taking in second and third 
places. The slowest of the three triples 
ran three mph faster than the special 
R75/5 BMW finishing fourth. Triumph did 
it with basically standard engines. 

Trident speed-tuning is restricted by the 
presence of three 27mm Amal Concen- 
trics. Long intake stacks promote airflow 
but improvement is otherwise limited to 
straightening the cylinderhead tracts. 
Enlarging the intake bores to an appre- 
ciable extent is pointless. 
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eight flash pictures in one skinny 
pocket-size unit. 


The Kodak Tele-Instamatic 608 


de aa Camera costs less than $36. See it at 
Za your photo dealer's soon. It could change 
your whole perspective on fishing. 
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The combustion chambers are carefully 
re-worked and S&W springs improve 
valve performance. Raising compression 
ratio to 11:1 boosts power without unduly 
lowering the reliability factor. 

Sam's crankcases contain a lightened 
crankshaft, reduced by locally thinning 
the webs. Rods are selected to find three 
with identical weight, and the entire as- 
sembly is balanced to Trident production 
schedule figures. The T86 racing cam- 
shaft, identical to the real-racer pattern, 
gives maximum power at 8000-8500 rpm. 

The engine benefits from great atten- 
tion to detail, infinite care of assembly, 
and a vast stock of knowledge relating 
to Triumph engines. For instance, porting 
and combustion chamber subtleties have 
been developed through experience, not 
lengthy sessions on sophisticated gas- 
flow equipment. Although the engine has 
never been on a dynamometer, Williams 
estimates 72-75 bhp, using known pro- 
duction engine data as a guide. 

The 3734-mile TT Mountain Circuit may 
be safely considered as the roadtester's 
ideal for finding the limits of handling, 
suspension, braking, useable power, and 
top speed. Throw in sudden and extreme 
changes of weather conditions, the pres- 
sures of competition, incalculable possi- 
bilities for rider error and component fail- 
ure—and Slippery Sam's TT record is 
indeed incredible. 

Williams refuses to subscribe to the 
"magic tuner” theory. Luck, he concedes, 
plays a role in racing results. He never- 
theless insists that any decently prepared 
stock engine should run for two thousand 
miles at production racing speeds and 
stresses. Then suddenly he's not dog- 
matic about that; he'll tell you Sam's 
100-percent finishing record is due partly 
to the troubles reserving themselves for 
practice sessions. 

At any rate, the bike has never con- 
sumed great quanities of components 
despite one Bol d'Or (about 2,000 miles), 
Six TTs (1,167 miles), a Thruxton 400- 
Miler, numerous shorter races, plus 
countless practice sessions. Once 
Triumph tester Norman Hyde did flip the 
bike at a minor drag meeting, demolishing 
the fairing and putting sundry other bits 
out of true. And Ray Pickrell high-sided 
at Brands Hatch, but clambered back to 
finish third. 

At the latter end of 1973, the crankshaft 
underwent regrinding, and it was reas- 
sembled with new rods. Unfortunately, the 
grinding operation proved suspect when 
a big end started to nip-up during 1974 
TT practice, and halfway down the Bray 
Hill blast at that. But Mick Grant, sensing 
something amiss, pulled up before ex- 
pensive noises set in. A replacement 
crank was rushed from the mainland by 
dealer/entrant Arthur Bennett, and Grant 
won with no trouble. Another time, also 
in TT practice, one of the gearbox pinions 
broke. Once again everything came right 
on the day. 

The secret to Sam's reliability is routine 
inspection and replacement of time-worn 
parts. Piston rings are changed annually, 
and valve springs very infrequently. In 
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fact, the S&W originals lasted until 1975 
before being renewed along with the 
valves. The top-end attention coincided 
with a bottom-end rebuild, with a fresh 
crank-and-rods assembly going in. On the 
transmission side, a Mk2 Quaife five- 
speeder retired the old-faithful box. 

Spanning Sam's long career, the rear 
Girling dampers and 110-pound springs 
have remained untouched since new. In 
1974, the steel front fork legs and Fon- 
tana drum gave way to light alloy units 
and twin discs drilled for weight saving. 
The cast-iron discs are standard produc- 
tion 9.75-inch diameter parts, turned 
down to 9.5 inches and slightly reduced 
in thickness. The machining provides 
clearance for the Lockheed racing cali- 
pers, one leading and the other trailing 
since stock Triumph legs are employed. 

Those old-fashioned, slab-sided triple- 
orifice mufflers remain. They may be on 
the high-decibel side, but they are pro- 
duction-racing legal, and very efficient. 
On two occasions, the three-into-one 
megaphone exhaust was fitted. The rac- 
ing system sounded great, offered easier 
accessibility and weighed less. But it pro- 
duced absolutely no performance bonus. 

Over the last couple of years, Williams 
has taken every opportunity of cutting 
excess weight, even changing to six-volt 
ignition to gain the advantage of lighter 
batteries. Sam currently scales 400 
pounds, fitted with racing tires (405 
pounds with Dunlop TT100s) and carrying 
oil. Tanked up and ready to race it is 
nearer 441 pounds. Gas consumption 
works out to 21 miles-per-gallon (US). 

In the loM anything between 7000 and 
8500 rpm is in order, and normal TT gear- 
ing gives a theoretical top speed of 144 
mph at 8400 rpm. In 1973, Tony Jefferies 
used the full eight-five, when temporarily 
losing out to Peter Williams's faster Nor- 
ton. In contrast, Mick Grant, the 1974 
winner never had cause to go above sev- 
en-five mark. 

For the 1975 ten-lapper, riders Dave 
Croxford and Alex George pulled an extra 
high "reliability" gear, setting an 8000 
rpm ceiling. George, using the “eights” 
on lap nine, set a new production record 
at 102.82 mph. Then he shut down to 
seven for the final lap and.a 99.60 mph 
average. 

Old Slippery's stunning record of five 
consecutive TT wins owes a lot to the 
whims of fortune. Long-term planning 
hardly entered into it. Williams ran Sam 
in the 1972 TT in defiance of BSA- 
Triumph wishes. He had not the slightest 
intention of becoming involved the fol- 


lowing year, but Williams succumbed to. 


persistent pressure from Tony Jefferies. 
Then in 1974, chasing the four-in-a-row 
record did seem the most natural thing 
in the world. 

Officially that was the end because 
six-year-old motorcycles were over the 
age limit for Auto-Cycle Union production 
racing. But, sure enough, that ruling was 
squashed in time for 1975's 377-miler. So 
Sam, proudly displaying the red-white- 
and-blue decor of Norton Triumph, did 
it yet again. e 
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LOWERING BLOCKS 


STRONG STEEL CONSTRUCTION 
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Your cyde needs a 


cyde carburetor deaner! 
Gumout makes alot of sense. 


Get the carb cleaner that’s specially formulated 
for your cycle’s carburetor—GUMOUT! 

Get easier starts, a smoother-running engine and 
better mileage. Gumout Carb Cleaner was made for 
2 or 4cycle engines. Use it in your tank, and use 
Jet Spray Gumout for direct cleaning action on your 
carburetor. Gets rid of gummy deposits fast. 
Gumout cleans right down to the metal. So it’s great 
for cleaning chains, too! Nothing is more right for 


your cycle. Get Gumout. 
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BAJA Continued from page 58 


after parts, we were trying to rebuild a 
couple of old bikes for pre-running. 

Our first pre-run was scheduled for 
Memorial Day weekend. Pre-running the 
Baja race course involves riding from 
sunup to sundown, scrounging for gas 
in the small, remote villages, hunting for 
lunch and hoping for rancho with dinner 
and a bed. The gas stops range from 30 
to 75 miles apart, seldom with any alter- 
nate villages or ranchos in between. Gas 
costs vary from 96¢ to $1.26, meals from 
a dollar and a half to five and beds from 
five dollars up. One night we got nailed 
for $43 for two beds and two meals at 
Mike’s Sky Rancho. We left the next 
morning for Ensenada (140 miles down 
the course) with four dollars between us. 

Pre-running is vitally necessary for nu- 
merous reasons. The first pre-run is to 
orient the rider with the course and, as 
time permits, look for shortcuts. There are 
no danger marks and few turn signs on 
the course. The unmarked intersections 
had to be memorized so we would not 
make a wrong turn during the race. 

The next pre-runs are taken at near- 
race-pace in sections to get the feel of 
how fast we can go for how long. This 
is when we found ourselves clobbering 
boulders, over-shooting turns and run- 
ning through Baja’s tire puncturing cactus 
and rocks. All these danger spots have 
to be memorized also. 


After the Memorial Day pre-run Bruce 
and | were feeling more confident about 
our chances. Bruce was riding the first 
half of the race; his route was fairly 
smooth and fast, except for one rocky 
switchback section. My section was made 
up of some rutted, rocky, silt-laden en- 
duro-type terrain and smooth, fast road. 
Bruce was the faster rider; my forte is 
saving tired equipment. 

We spent the week of the race in Baja. 
The first four days were spent pre-running 
our sections as many times as possible. 
During these rides we found the course 
had been changed immensely by the 
grading and trenching action of the four- 
wheelers. Smooth uphills were trans- 
formed in loose, rocky, rutted washboard 
and rough sections were often cleaned 
of boulders and obstacles. Cactus that 
had been clobbered by the buggies, 
trucks and cars was scattered all over 
the course. Small dry lakes were de- 
crusted and changed into huge talculm 
powder beds—blinding if you're following 
anotner venicle. It was a new course. 

Impound was Thursday. In the morning 
we went out to the highway to do the final 
jetting. The Can-Am was geared for 
93mph and with the high-profile Goodyear 
Baja tire it had another three mph. The 
main jet was reduced one size and needle 
dropped one notch. The jetting plugs 
were removed and inspected, and the 
Can-Am was loaded in the truck for the 
last time. | felt good about the plug read- 
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ings. The bike was running strong, 
super-strong, and | was sure it had to be 
the fastest 250 entered. It hadn't missed 
a beat during the pre-run or jetting 
passes. And it would pull all the gear we 
could stack on it. 

I spent the night at Camalu, the half-way 
point, and waited there for Bruce and the 
Can-Am. | had never been so nervous in 
my life. 

By 8:00 A.M. all the bikes were to have 
left the start ramp in Ensenada. Two bikes 
left each 30 seconds. It would take about 
an hour for the riders to get to check point 
One—50 miles out. The first ten miles were 
twisty asphalt and | wondered how fast 
Bruce would ride on the slippery tires. As 
the times came in over the short wave 
radio from check One, the early leaders 
began to arrive. Preston Petty had fast 
time in the 125 class on an ultra-fast 
Honda Elsinore. He averaged almost 60 
mph and was three minutes ahead of Carl 
Cranke on a Penton. As expected, Wayne 
Cook on his very quick 250 Honda El- 
sinore was fastest in his class, a minute 
ahead of Larry Roesler’s hand-built Har- 
ley two-stroke. No-one expected the Har- 
ley to finish, and we were hoping Cook 
would break the fragile Honda. The big 
bike leader was, at that point, the 360 
Husky of Fuentes and Saltzman. They 
were in check One in 42.49 minutes—five 
minutes ahead of Al Baker’s 410cc Honda 
four-stroke. 

Bruce wasn’t listed in the first radio 
transmission and my heart sank as | en- 
visioned everything from a high-speed 
slide-out on the asphalt to another ignition 
failure (we had three units fail in the 
months prior) to a high-side in one of the 
treacherous Baja rain ditches. | talked 
with a couple of other second-half riders, 
one from Washington, the other from 
Texas, who were awaiting word on their 
partners. The same bizarre thoughts were 
running through their minds. 

Word came over the radio that a bike 
was out of the race at Ojos Negros (20 
miles out) after the rider had sheared off 
the fork. A few moments passed before 
he was identified. It was AC Bakken’s 
partner Scott Hardin on a 360 Husky. In 
the second relay of passing vehicles our 
bike, number 360L, was listed. Bruce was 
late, running eight minutes behind Cook. 
| wondered if he was just cooling it or 
if he had crashed. More numbers were 
listed and | estimated we were running 
about tenth in class—farther down than 
we had expected. 

It would be another hour-plus before 
the bikes reached check Two at Valle 
Trinidad. | tried to eat a sandwich but my 
stomach tied up like an assortment of Boy 
Scout knots. More people-rolled into Ca- 
malu as | set out the milk crates loaded 
with spares, oiled the K&N filter and put 
in a new lens in my Scott goggles. 

When | went back to the radio and tote 
board, some of the early bikes were listed 
into Trinidad, and cars were being logged 
through check One. The four-wheelers 
start one hour behind the last motorcycle. 
Petty was still holding down the lead in 

(Continued on page 94) 
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The standard, outdated spoke wheel 
performs adequately. But the Shelby- 
Dowd Cast Wheel performs superbly. 
The spoke wheel will flex at speed. 
But the Shelby-Dowd Cast Wheel is 
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the 125 class. He and Cranke had iden- 
tical times from One to Two. Kirker and 


Wright had taken the elapsed time lead 
in the 250 class. Two tough old-timers, 
Dick Vick and Niles Ussery, had taken 
over the big bike lead by almost five min- 
utes on their 360 Husky. 

Before any more times were broadcast 
the radio came alive with the report of 
a crash by a biker just out of Trinidad. 
An airplane and helicopter were sent to 
the area, a fast road section just before 
the rocky, downhill switchbacks. The air- 
craft reported that the rider was up and 
okay. | wondered if it could be Bruce, and 
hoped he was OK and hadn't bent the 
bike. Then another emergency message. 
Some other rider had unloaded farther 
up the course. Lots of jabber over the 
shortwave for another fifteen minutes. 
The rider, still unidentified, was hurt 
seriously. There was a church-like silence 
around the radio until more passing 
numbers through Trinidad were posted. 
Bruce was through, running about fifteen 
minutes back of the leader. | felt sure he 
couldn't have been the fallen rider. 

As | walked back to the truck | bumped 
into an old desert rat friend | hadn't seen 
in years, Ken Peterson. We chatted briefly 
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about the old days, the Triumph desert 
sleds and my Matchless Typhoon. His son 
Von, a motocrosser, was racing arid way 
up front in the big bike class—running 
second or third. The last time | had seen 
Von he was barely off roller skates. Un- 
beknownst to both of us it was Von that 
was down on the course, fatally injured. 

Check Three at the highway crossing 
was only forty miles from Trinidad. The 
class leaders would change position here 
for the last time. Incredibly, Larry Roesler 
and his Harley took the 250 class lead— 
only one minute behind AI Baker's big 
Honda. Al was leading overall after Niles 
Ussery broke his Husky's gearbox. Petty 
blew four of the six gears from his 20-plus 
hp Elsinore and Cranke took a comfort- 
able six-minute lead. Bruce came through 
check Three about 25 minutes back of 
Roesler. | knew there was a problem with 
the bike. 

I had about an hour before Bruce would 
bring the Can-Am into Camalu. | put on 
my leathers and boots and took up vigil 
in front of my truck. There was a manda- 
tory thirty-minute down-time at Camalu. 

(Continued on page 96) 











Become A 


MOTORCYCLE 
MECHANIC 


(Approved for Veterans Training) 


Trained Mechanics Needed by 
Major Dealerships 
Professional Training On All Major Cycles 
e Carburetion e Electrics e Transmissions 
e Engines (2-Strokes—4-Strokes— Rotary) 


m ... FEATURES 
e Approved for V.A. Training 
e Licensed by State Departments of Education 
e Federally Insured Student Loans 


(Train Now, Pay Mo. Payments After Graduation) 


GRADUATES PRESENTLY 
WORKING AS MECHANICS 
SHOP OWNERS — DEALERS 


For Free Color Catalog and Enrollment Information 


Call 1-800-821-2260 :: 
Mo. Residents Call Collect (816) 421-3901 


-—————————— m Clip and Mail Today e e e ex em es em em m m 
STANDARD TECHNICAL INSTITUTE 
2628 McGee Trafficway Kansas City, Mo. 64108 
Department SMA105 
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Flioride 
Cycle Supply 








STREET/TOURING BOOTS 


Our new street and touring boot has for your 
protection a fully padded front, cushioned in- 
sole with arch support and a heavy steel plate 
in the outer sole. It has a heavy duty side 
zipper, fancy stitching and is 11" high to stay 
inside pants legs. Available in black and 
brown - in sizes 6 - 13. 

Dealers write for our new 1975 catalog for a 
complete line of parts and accessories for 
moto-cross, enduro and street bikes. 


P.O. Box 5245 
Jacksonville, Florida 32207 
[904-733-3363] 
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MINEOLA ENGINE GUARD BARS 
Protects engine covers on both sides; 
will prevent extensive damage. Easy 
bolt-on installation. For Honda CB750 
thru K5, 750F, CB550, CB500K, 350F. 
$15.49 Set 


All 


Apparel & Accessories 


lapping flap 
ability. Red, 





AUXILIARY RIDING LAMPS Install on 
license plate mounting bracket. Deep 
drawn shell projects light 180° Red 
lens dimension 2/’x3” 
(complete) 


..$12.95 pr 





P m 


NEW! COTTER PIN Fits all. Just pull 
out, adjust chain, snap back in. $1.50 





Black only 





NEW ELASTIC RIDING BELT. 

Fully adjustable with 3 buckles for maximum 
back and kidney support. Zippered change 
pouch. 4 sizes: S-M-L-XL.. . $11.49 


CABLE LOCK-ALARM 
Greater safety for 
your bike. High- 
decibel alarm goes 
off if bike or cable 
is tampered with. 
Sound carries up to 
Y mile, for 1 hour. 
Adjustable sensitiv- 
ity. 5 foot armored 
steel cable is plastic 
sheathed. Chrome- 
plated steel case. 
Powered by batteries 
(not included). One 
year warranty. Could 
reduce insurance 


costs! 
DUALOCK ALARM $39.95 


NEW CYCLE SPATE 
No more ruined & 
shoes! Cycle spat 

protects against 
abrasions, scuffing, 
indenting. One size 
fits all. Genuine 
leather, elastic 
Straps. Extra strap 
included. Black orp 
Brown $3.98 


for everybody and 


WHEELS OF MAN 
RAIN-PROOF CYCLE LUGGAGE = 


A- Ruck Sack—Adjustable straps, 
fits shoulder or back. Flexible 
sides. 10"x12"x412". Over- 


Black... $9.95 


C — Super Stuffer — 21” long, — D— Tank Bag — Straps to Gas tank; 
12" diameter. All features, plis 12"x10"x5". Topside map pocket 

“piggy back" pouch. 
Red, Yellow, 


COMPLETE SET — All four bags in matching colors. 
Red, Yellow, Blue, Black . . . $47.00 





VINYL COMP GRIPS 
Minimize handlebar vibration. 
Slip over standard grips. 


: Set of 2 — $3.49 















their hikes 
We ship Worldwide | MOTOCROSS GLOVES Simulated leather in HANDLEBAR EXTENDERS For all 


oY black. 4 sizes S-M-L-XL. Pr. $4.95 2 pr $8.49 Hondas. Also fit Z-1 Kawasaki and 
-— 750 Yamaha. Move handle bars 
3 back to comfortable riding posi- 


tion without changing cables, 
brake hose or wiring. $16.95 












AF-T-RELEASE 
for HELMETS 


Quick release that works like a miniature 
seat belt. Polished metal. Replaces your 
"D" rings easily. $2.49 


HONDA SWITCH-UP KIT Fits all Hondas. 
Move ignition switch up. Do it yourself 
in minutes. With hinged protective cover. 
Mounting bracket, new switch, two keys 
and extended harness. List year and model. 
Complete kit : : $19.95 


B — Stuffer Bag — 10" diameter, 
17" long. Holds two helmets 
for extra weather- and clothing. Travels securely. 





Yellow, Blue, Three-snap flap. Heavy duty — 
slings. Red, Yellow, Blue, Black $9.95 MINI SPOT LIGHT 

High intensity lamp keeps 
cars and trucks away. Uni- 
versal mounts; an easy 
bolt-on accessory for front 
or rear. Attractive chrome 
finish. Mini size (1" x 2") 
and added safety make 
these lamps a must. Green 
or Red. Ideal in pairs. 
$5.98 each $11.95 pair 


HONDA-YAMAHA-KAWASAKI 


"DO-IT-YOURSELF" 
TUNING TOOL 


and personal effects pouch. Heavy duty 4-VACUUM GAUGE SET 


sling for take-along convenience. 
$13.95 Red, Yellow, Blue, Black $14.95 












Blue, Black 


For Honda & Kawasaki 
4 cylinder. With 4 con- 
trollable dampening 
valves. For synchroniz- 
ing carburetors. $44.95 





NEW! GAS CAP LOCK 
4 For all Honda flip cap 


be used with new fuel 
gauge (Honda only). 
A Heavy duty. 2 keys. 

! Easy to install... 






COMFORT CUSHION GRIP 
For Hondas. Soft rubber compound, 
cushion design gives added com- 
fort, better control. f 
Black only. Setof2 $3.29. NEW! FUEL GAUGE Fits 
an TR US all Honda flip cap models; all 
1 years. Also Yamaha '75's (road) 
and Kawasaki '75's (road). Easy 
to install ... .. $14.95 















MARQUIS SEAT For Honda 350 & 450 sidehinge; 
350F, 360, 500/550, 750. Also Yamaha 500, 650. 
Covers helmet holders on late model Hondas. Fits 
custom or stock. Durable Naugahyde seat has 14” 
steel reinforced back. No additional support needed. 
1" to 3" lower than standard. 
Black or Dark Brown ... $89.95 


Also available without back $72.50 


UNIVERSAL SADDLE BAGS Fit almost all bikes, over or 
under seat. Easily removable for carrying. Large ca- 
pacity. Durable Black or Brown Vinyl. 


Set of two $13.95 (Black or Brown Leather $19.95) 


NEW 1975-1976 CATALOG 
Illustrated — many in FULL COLOR! 


($1.50 by Air Mail 
60c anywhere 
Only in the world.) 


HONDA of MINEOLA” neony c 


| (516) 248-5775 5 
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Visit our only retail location. 
FREE GIFTS to out-of-town visitors 








| C Parcel Post Special Handling & Divy TOTAL 
$150 additional (optional) 




















THE WIXOM 
FRAME-MOUNTED 
FAIRING 


THE ULTI 
IN TOURING 
COMFORT... 


For over ten years Wixom Brothers has 
been building the most thoroughly engi- 
neered frame-mounted fairings available 
for racing and special applications. Now. 
for your touring comfort and convenience. 
Wixom Brothers presents a new and 
beautiful frame-mounted touring fairing. 

Aerodynamically shaped to protect you 
and your passenger from wind and cold. 
Road tested and designed to improve the 
stability. handling and performance of your 
motorcycle. Executed in the finest materials 
for handsome finish and long life. The ulti- 
mate in touring comfort and convenience. 

The new Wixom frame-mounted fairing 
includes covered storage compartments. 
DOT-approved turnsignals and sidelights 
as standard equipment. It is entirely pre- 
wired and supplied with quick-connect loom 
and provision for additional accessories. 
You have a choice of windscreens to suit 
your height. And. optional safety bars that 
plug into the handsome chrome mounting 
hardware are also available. 

The Wixom frame-mounted fairing is the 
latest addition to a complete line of sculp- 
tured fairings and matching travelcases 
and saddlebags known as The Wixom Sys- 
tem. When you've got the motorcycle. 
Wixom's got The System. 


“The Wixom System’ 
Send $1.00 for 1975 Catalog. 


WIXOM BROS., INC. 


1637 East Burnett Avenue 
Long Beach, California 90806 
(213) 426-0485 


CM-1075 


CIRCLE NO. 22 ON READER SERVICE PAGE. 


96 





As the leaders came in, they all raced 
to their pit trucks. The first half distance 
had been too short to wear out new tires, 
but almost everyone was removing wheels 
for some reason. 

When Bruce finally came into sight my 
heart nearly popped out of my chest. It 
was running a hundred miles per and 
pounding like a base drum. As Bruce 
rolled the Can-Am over to the milk crates 
Boothe Hartley (a pilot friend), Larry 
Bornhurst and Dale Boller landed in an 
open field next to the pits. They were 
following Bruce over the course. Bruce 
remembered everything that had to be 
done to the bike. First, he yelled that the 
engine had seized solid a quarter mile off 
the start line. He didn’t know why but it 
had not stuck again. A piece of dirt or drop 
of water probably got lodged in the main 
jet for a moment. The engine was running 
too rich in the mid-range and making a 
lot of piston noise. There was nothing we 
could do about it now. Bruce said he 
unloaded hard after Check One but noth- 
ing happened to the bike except ripping 
off the taillight lens. The fork was topping 
and the shock dampers had faded. The 
brakes were gone completely. Off came 
the rear wheel to replace the brakes. The 
linings were glazed smooth as glass and 
colored charcoal black. Even the paint 
had melted off the hub. 

We changed the wheel and brakes with 
the back-up bike parts, re-fueled, filled 
the oil tank, lubed the chain and put in 
the new air cleaner. | put on my riding 
gear and Bruce helped me fit the back 
pack (filled with tools and spares). With 
about three minutes left until my out-time, 
the Can-Am was hoisted off the milk 
crates and Bruce started the engine. Just 
as | threw my leg over the bike Larry yelled 
and pointed to the front wheel. The tire 
had gone flat while the bike was in the 
air. Back on the milk crates. Everyone 
started taking off nuts and bolts from the 
race bike and back-up bike simulta- 
neously. | don't know how long it took 
to fit on the new wheel—probably eight 
or ten minutes. | was late leaving the 
out-check, and in too much of a hurry 
to see by how much. 

| fumbled at the controls getting out of 
Camalu as my whole body shook with 
nervous twinges. | tried to settle into a 
fast but safe pace. My grip on the bars 
was too tight, and the jarring from rocks 
hidden in the silt beds jolted my wrists 
and forearms. One rider was leaving just 
as | raced through the out-check at Ca- 
malu and | wondered if he would catch 
me. There wasn't even as much as a hint 
of a leading rider's dust in front of me. 
| was on my own. 

The first twenty miles out of Camalu 
were rutted, rocky and very tricky. It would 
be easy to snag a silt-covered rock and 
crash. The Can-Am was hardly as sound 
as it had been the day before. There was 
no mid-range power at all. It would just 
blubber and rattle until it hit 6000 or 6500. 
Then it would clear out and make me rush 
into the next gear. It had, at most, a 2000 
rpm power range. 

Little ledges | could normally work the 





bike over with throttle movement had to 
be attacked in low gears wide open. Off 
cambers next to the barbed wire gave me 
a heart throb as the back tire would break 
loose and fling the bike to one side 
abruptly. There wasn’t time to use the 
clutch. Exhaust resonance against the 
canyon walls and bushes often sounded 
like a bike was close behind. Each time 
| looked back there was nothing but the 
billowing dust from the spinning tire. 
About twenty-five miles out the fork was 
banging with uncontrollable regularity. | 
was mad about using the wrong weight 
oil. The shock dampers soon let the rear 
end start bouncing without sufficient re- 
striction. From Camalu's sea level altitude 
the course climbed gradually to the 5100 
foot height of Mike's Sky Rancho, 65 miles 
from Camalu. Just past a secluded corral 
in a tree-shaded canyon, a group of Mex- 
icans was sitting next to a badly rutted, 
narrow hill. As | rounded the corner ap- 
proaching the hill | saw that they had 
rolled big boulders onto the grade. 
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As the road climbed, the Can-Am power 
flattened. Easy upgrades had to be tack- 
led in second and sometimes first. The 
engine screamed and the piston noise got 
increasingly louder. | worried about the 
piston skirt breaking off. The rear brake, 
with the new shoes, had faded badly and 
let the lever bend down to ground level 
before slowing the bike. After | caught 
my toe on a few rocks | used the front 
brake only. 

The pit at Mike’s, like the next two to 
come, was fast and efficient. | dismounted 
quickly as the pit-crew lifted the back to 
lube the chain and dumped in a load of 
fuel. | was afraid to shut off the engine 
(it might not start from compression loss). 
A cup of water later | was on my way. 

On the other side of the Trinidad Valley 
| could look back up towards Mike's and 
see one dust trail about ten miles behind. 
It looked too big to be a bike; | wondered 
if the cars would catch me before the 
finish. From Trinidad to Check Seven (in 
the pine forest) an increasing number of 
spectators kept me company. The Can- 
Am was giving me a rough time in the 


tight enduro-like section below Indepen- 
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dencia. It would load up constantly. Twice 
| blew through turns smack into big 
bushes. | got lodged both times in the 
spring-like limbs and had to backpeddle 
out while keeping the engine running and 
clutch in. 

Just before crossing the Trinidad high- 
way the first buggy caught me and passed 
as | pulled to the side. He showered me 
with a barrage of rocks as he blasted over 
the marbley surface like a four-wheeled 
spider. | kept in his dust trail for a few 
miles. | didn't realize how damn fast those 
Volkswagen buggies were in the rough. 
About twenty miles up the course, the 
second buggy caught me on the sandy 
road that winds through the pine forest. 
Just as | dropped into a.sandwash short- 
cut he passed by on the road. It was 
another ten miles before he caught me. 

Just before Check Seven a motorcycle 
caught up with me. | hoped it wasn't a 
250. | glanced quickly to the side and saw 
it was a 400 Husky. He waved and gradu- 
ally disappeared down the road. 

When | came to the final ten-mile 
stretch of asphalt leading to the finish, 
| debated running the Can-Am flat out. 
| still didn't know how close we might be 
to a good finishing position—maybe fifth 
or so. “Hell with it," | thought, rolled the 
throttle wide open and clicked the Can- 
Am into fifth. There was no way of know- 
ing how fast | was going. | laid down on 
the gas tank and soon all the engine noise 
and exhaust bark faded away. All | could 
hear was the rush of air through my hel- 
met. My goggles pressed firmly against 
my cheek bones as the front tire started 
bouncing up and down with increased 
abruptness. On the next to the last turn 
from the finish I felt the back tire slipping 
out on the hot, oily surface and | thought 
“God no, not here.” | sat bolt upright and 
the bike wiggled momentarily then 
straightened out. 

The wave of the checkered flag and 
sight of the crowd paralleling the: road 
made bumps rise all over me. Bruce, still 
covered with sweat and dirt, jumped over 
the ropes and grabbed me as | shut the 
engine off for the first time. Some one 
came up and shoved a beer in my hand 
and | gulped down the bitter contents. 
| felt like king of the world. 

The impound was packed with people 
as | rolled in the Can-Am. It was time for 
a couple of hours of bench racing. My 
old buddy Dale Marschke introduced me 
to his two riders, Larry Roesler and Bruce 
Ogalvy, and | congratulated them. They 
had won the bike class overall on that 
darn Harley two-stroke. Carl Cranke was 
there and | congratulated him also. He 
and Eric Jenson won the 125 class and 
that tickled me. It was Cranke’s first win 
in the big money races. After a protest 
disqualified a cheating effort by a couple 
of entrants, Al Baker and Gunnar Lind- 
strom were declared winners of the big 
bike class. The results listed Bruce and 
| as ninth 250 out of 26 starters. We were 
disappointed that we hadn’t done better 
but were pleased about finishing. It had 
been a long day and an extraordinary 
experience. © 
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DISCOUNT GOODIES 
FREE CATALOG 


WHILE THEY LAST 


* Feels and looks like leather 
* Handsomely Tailored 








VINYL CYCLE 
JACKETS 

























* Wat Í € Wind resist ; 
SPECIAL e Zipper seve and font Kawasaki Honda Glas-pak 
ottom snap front 7-1 900 
OFFER * Quilted lining C [ Cross-over 
Regular. 24.95 value SIZES: 36-38-40-42 UTOSS-OVEL 2 "Drag" Pipes 
$ 9 COLOR: Charcoal Brown Drag" Pipes 
17 Antique Leather Look CB750 
pi Nee Write CYCLE JAC CB500 
30 Day Money Back Guarantee 4  Box1271 Evanston, III. 60204 CB550 
CB400F 
CB350F 
* P —— $69.30 





NEW FREE CATALOG 
I ems for cycle & rider 
CALL YOUR ORDER IN TODAY — 
NEW TOLL FREE ORDER PHONE 


(800) 421-0520 
RACECRAFTERS 


7932 Sunset Boulevard 
Los Angeles. CA 90046 


- JUST A FEW OF OUR BARGAINS! 
TOMBSTONE CYCLE 


820 Kiidonan Drive, Winnipeg, Manitoba, 
R2K-2E9, Canada 






“TRICKIT” 
FOR FORKS... 


YAMAHA 
KAWASAKI 
SUZUKI 


CZ 
& SHOCKS... 


KONI 
BOGE 
THERMOFLOW 

: Yamaha 

=. ) Number One 


B FREE CATALOG! Products Inc 
WRITE TODAY — 11509 Bexley Drive, Whittier, California 90606 


NEW!!! 

eo 
Koni and MX Boge shock 
coolers! From the people 
who made fork kits work 
for under 10 bucks, 
shock coolers that work 
for $19.95! 


(Add $1.00 handling & shipping; 
Calif. residents 6% sales tax) 


Dealer Inquiries Invited 








MOTO-CROSS JERSEYS 
For all brands of bikes! 
NOW IN STOCK! 
Specially made Moto-Cross Jerseys extra- 
strong seams, reinforced elbows. Satisfaction 
guaranteed. Use easy-order form—All orders 
shipped promptly from stock. Price $9.95. 















Cafe Racer and performance 
equipment. For Honda, Yamaha, 
Kawasaki, Norton, Triumph. Available 
from stock for immediate 

delivery. Send $3.00 for lavish 
colour catalogue. 
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Village Cycle Shop 
8 d Moto-Cross Rd. 
Lake City, Tn. 37769 


Moto-Cross Jerseys 


| All Brand Names* and Colors 
Brand Name* ps a zz 
| Please send me Moto-Cross Jerseys 





Size: XS S M L ACL 


Name = = | 








Street = 
City State Zip 
Enclosed is my check or M.O. for$ —  — 
Satisfaction Guaranteed 
| Please send Free Catalog 












1 enclose $3.00 for the latest 
Dunstall equipment catalogue 


*HONDA YAMAHA SUZUKI KAWASAKI CAN-AM CZ 
PENTON BULTACO MAICO HUSQVARNA INDIAN 
i HODAKA HARLEY-DAVIDSON 


Add 70¢ per Jersey for handling and postage 












Motorcycle : 
Corte Madera, (415) 924 9327. 
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KK 
HAS YOU 
COVERED... 


from the ground up! Our U.S. 
Grand Prix Superboot does 
everything a motocross, trials 
or ISDT boot is supposed to 
do... and it does it better! 
Designed for the serious rider, 
the U.S. Grand Prix Superboot 
provides ankle support, pro- 
tection, flexible comfort and 
styling. "Official Team Boot — 
Forty-Ninth ISDT Contingen- 
cy Sponsor AMA Motocross 
1975. 


HAVE YOUR DEALER 
CALL KK 


KK Motorcycle Supply 


431 E. Third Street 
Dayton, Ohio 45402 
513-222-7818 
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M aL He 
Newsline 
New Products, New Thinking 


Free Catalog: Veteran accessory distrib- 
utor Suzuki Fun Center is offering their 
1975 Motorcyclist's Catalog at no cost. 
Vast growth of Suzuki Fun Center had 
lead to expansion of their catalog to 128 
pages. Inside the Motorcyclist's Catalog 
you will find service manuals, helmets, air 
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filters, off road and on road equipment, 
clothing, touring gear, special tools and 
more. All items are available through mail 
order. The catalog is free but 50¢ is 
needed to cover postal costs. Write to 
Suzuki Fun Center, 515 N. Victory Blvd., 
Burbank, Calif. 91502 for the catalog. 

CIRCLE NO. 1 READERS SERVICE PAGE 


Gas/Oil Girlings: Revived interest in rac- 
ing suspension on the part of Girling has 
lead to the development of their new 
pressurized gas/oil GP shocks. The 
damper unit fits in an upside-down posi- 
tion and is slightly lighter than standard 
Girlings. The outer housing is the damper 
cylinder, which reportedly provides for 
greater oil volume, lighter weight and 
better cooling. Pressurized gas arrests oil 


foaming and equalizes damping during 
operating temperature variances. Soft, 
medium and hard damping charac- 
teristics are available. The complete 
shock pair assemblies retail for $89.00. 
Hi Point dealers carry the new shocks, 
and more information can be provided by 
writing to Penton Imports Co., 3709 W. 
Erie Ave., Lorain, Ohio 44053. 

CIRCLE NO. 2 READERS SERVICE PAGE 


Pops Yoshimura Is Back: When Pops 


Yoshimura left Yoshimura Racing Inc., he | 


went back to Japan to reorganize and 


develop a new line of speed parts. The | 


famous tuner’s equipment is now avail- 
able through his new U.S. office. For more 


information and a catalog, write to Yoshi- | 
mura Research & Development of | 
America, 5517 Cleon St., N. Hollywood, ' 


Ca. 91601. 
CIRCLE NO. 3 READERS SERVICE PAGE 














HIGH PERFORMANCE PARTS 


"Home of the worlds fastest triples” 
including the 9 Second Pro-Bike 


SILENCED ÙN 
EXPANSION 
CHAMBERS 


e Competition proven 


e Slip joint and spring 
mounting flangles 


e Dual mounting À 
brackets x j T 


e Widest 
power 
band 
possible 


doesn't 

say DENCO 

f it isn't the 

” chamber that has 

5 broken more AHRA 

/f Records than all other 
brands combined . 


Send *2°° for Complete Catalog! 


DENCO PERFORMANCE 


4480 E ENTERPRISE ST. DEPT. C 
Fremont Calif 94538*(415) 656-0424 





Kawasaki 
NEW TRACK PROVEN 


'SCAVANGE PIPES 


e Equal length head pipes 

e Triple cone megaphone design 

e 25% Power increase 

e Total service accessability 
without removing pipes. 

e Complete heliarc construction 


Performance beyond com- 
parison. Sets the standards for 
power and quality on the Z-1. 


Send *2? for Complete Catalog! 


DENCO PERFORMANCE 


4480 E ENTERPRISE ST. DEPT. C 
Fremont Calif 94538°(415) 656-0424 
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erus Quality Touring 
MI NR Accessories 


iore rS ny 
ont us Ing P.O. Box 484 - Laredo, TX 78040 - (512) 723-0287 
c (C) Scroll Bar Pad $9.95} (D) Safety Bar $17.95 















(B) Adjustable Back Rest 
with Pad $14.95 


(F) MOTION 
TRENDS 
FAIRING 
$199.95 


~= ‘ 
Introducing— 
MOTION TRENDS 


the most complete 
fairing on the market 
today. Safety, styling, 
& options at one low, 

low price—$199.95 


* Hand laminated fiberglass. Gel coat finish makes it scratch & chip proof. Extra heavy 
duty welded steel constructed frame mount. 

* Clear plexiglass windshield 3/16” thick (tint available), nylon screws. Meets all D.O.T. 
Standards, snap vents for riding comfort. 

* Turn Signals: built in to meet the new D.O.T. Standard. 

* Pre-Installed Headlight: 50 watt high beam, 40 watt low beam. 

e Locking Storage Compartments: two compartments large enough to hold qts of 
oil, tools, clothing, etc. Uniform, form fitting fiberglass covers with key locks protect 
your valuables 

* Side mount reflectors. Wiring harness with quick disconnect plug. 
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(6) | TOUR "MASTER ° P.O. Box 484 ¢ Laredo, TX 78040 * (512)723-0287 " 
l __A. Scroll Bars $18.95 
Luggage 3 | CB: adi npn $14.95 Yes, | want to be a “Tour Master." Send me all of the | 
Racks $19.95 N ——.C. Scroll Bar Pad $9.95 quality accessories I’ve checked. My motorcycle: | 
| — D. Safety Bar $17.95 
Hiway Pegs $2.95 
All chrome bolt-ons are Ameri- | uS Aer rd Make Model Year i 
can-made using finest quality tubing. — F. MOTION TRENDS $199.95 | 
All joints are gas glux blazed. Hard- | __G. Luggage Racks $19.95 Name | 
ware is grade 5 per SAE J429. Plat- | l 
ing done to ASTM B456 standard by ; Total enclosed —— — — —- ^ Address | 
dual nickel micro-porous process | Check or Maney Onder | 
then machine & hand polished. | Ty. tes addi St salas: ta 
EISE Cf ALL OR WRITE FOR FREE BROCHURE. INQUIRIES INVITED. J 


$49» 


Each Kit 
Postage Paid | 


E; Al J£ 4 
PY 
EO ^ m 

pns e E Spark Plugs 


Honda 4-Cyl. Kit Needed 


AVAILABLE FOR HONDA 
750 /550 /500 — 4 Cyl. 
350/450/500 — Twin Cyl. 
| Mail Coupon Today with Cash, 
Check, or Money Order. No CODs. 
t Alabama residents add 4% sales tax 
WF PAY POSTAGE 





Includes 

All Points, 
Condensers, 
and Original 
Equipment 











Honda Model nese A 
Year___ a Cyl. ee 
Name CR - anes | 
I Address .————— [ 
City. State, ZIP —H | 
| że i 
1@ Cycle Gear | 

BOX 2001-C 


i DOTHAN. ALABAMA 363C! 


What is a 


TOROTPINE 2 


THE TORQUPINE IS A REVOLUTIONARY 
NEW CONCEPT IN CYLINDER HEADS. IT 
FEATURES A UNIQUE COMBUSTION 
CHAMBER DESIGN WHICH IS VASTL Y 
SUPERIOR TO ANY CYLINDER HEAD 
CURRENTLY AVAILABLE. 


BETTER SPARK -PLUG LIFE: 
ew design shields plug from oily 
fuel globules. Heat—range becomes 
far less critical! 


TEMPERATURE REDUCTION: 
Shorter flame travel, four flame fronts 
instead of one, virtually eliminates 
hot—spots and harmful detonation! 


MORE HORSEPOWER: 
Improved combustion produces more 
usable horsepower and torque! 




















iG6'v9$ AINO 









o Cm 
BIMKS!28 mamm 
PAT PENDING 


ONLY $64.95! 


CURRENTLY AVAILABLE FOR KS-125 KAWASAKI 

AND CR-125 HONDA. OTHERS AVAILABLE SOON: 
TO ORDER YOUR ''TORQUPINE'', WRITE OR CALL US AT: 

B. T. M. (713) 668-9066 

5704 BELLAIRE BLVD.HOUSTON, TEXAS 77036 
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ELLIS Continued from page 83 


“I’ve been told that I’m not too hard 
on bikes. All the things | break seem to 
come about after a few races, things that 
happen because of metal fatigue. You 
have some failures because you can't go 
changing a frame every week, or change 
rims just because you think it might break. 
And there are the freak things you never 
expect. l've had two spark plugs break: 
the porcelain fell right out of the middle 
of them. But mostly it's just pistons and 
rings. There are two guys in the United 
States today who can break anything. Tim 
Witham's shock guy, Bruce, says Pierre 
Karsmakers and Rex Staten are really hard 
on equipment. They can break a frame 
in 10 minutes, break a tire in two minutes, 
and they can literally go out and destroy 
a motorcycle. For most people though, 
especially in local racing, it's just a matter 
of washing off the bike, looking it over 


; and hoping it goes another week. In big 


time racing just about everybody will pull 


| the bike down every two weeks to put in 


a new piston and rings, and if it needs 
anything else they'll do that. But usually 
they won't have the money to put in new 
cranks and gearboxes and things like that 
every two weeks. 

"Most guys don't have the money to 
do a lot of trick stuff to a cylinder barrel 





that might or might not work. They can't 
afford to find out it doesn't work and then 
have to buy a new barrel. The factories 
can afford to do all that stuff and that's 
one big advantage when you're riding for 
a factory. Sometimes the factory spon- 
sorship will do you a lot of good because 
you'll get stuff for your bike before it's 
in production. And by the time it goes into 
production and becomes available to ev- 
eryone you'll have something that's even 
newer and better. 

"How many mid-field runners could 
actually win if they had a factory ride? 
Not many. Just about all of the top 15 
or 20 riders already have some kind of 
factory or dealer sponsorship, whether it's 
for expenses or tires or exhaust pipes or 
whatever. Most riders are already getting 
all the help they can use. Factory help 
is best: it will help people out in a way 
that a regular motorcycle shop couldn't, 
with things they couldn't get if they were 
just a local rider. 

“I'm sure glad | have a factory ride. I'd 
like to ride for another five or six years 
in motocross, go to Europe and try for 
the world number-one some day, then get 
out of motocross racing. After that | think 
I'd like to go into car racing, or be a team 
manager. I'd like to try Formula One car 
racing, especially. | like to go fast, the 
faster the better.” e 








GREAT ADVANCE IN 
BATTERY TERMINALS 


Can Pay for Itself in Avoiding Trouble & Service Calls 


Easily installed %& 
on existing cables ES 


MADE OF ZNS 
A hard corrosion resistant 
metal. 4 times the con- 
ductivity of lead. 


(GUARANTEED) 


dhe" Me: Out lasts old 
SD S & nut-bolt type 
P Y 
AVAILABLE many times. 


NO TOOLS NECESSARY FOR SERVICING 
JUST FLIP LEVER FOR FAST ON/OFF... 


Post cleaning—Recharge—Battery change 
SAFETY-IN CASE OF ELECTRICAL FIRES 


Ideal wherever a lead acid Battery is used... 
Now a solution to old style corroding, rusting 
nut-bolt type and wing type for boats. 

Be prepared-order now before old style fails. 

Self adjusts to fit all car batteries. 


1 set w/o side posts $4.98 O2 sets $1 } Off Add $1.00 for 
1 set w/side posts $5.98 23 sets $2 f Total Postage and 
O Send details for becoming a Quik-Connect 
dealer. 
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Handling 


for items checked. 
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DISCOUNT RIDER 


Order catalog featuring 36 pages of the 
finest quality Honda accessories, and 


clothing items at specially low dis- 
counted prices. Send for yours today. 


- $59.96 


COMFORT 
LOW SEAT 
Heavy vinyl in Black or Brown over 
contoured foam rubber. For most 
makes and models. Send check or mon- 
ey order for $5.00; balance C.O.D. 
Specify seat color, year, make and mod- 
el of bike. 

DISCOUNT RIDER 

13321 Sherman Way 

North Hollywood, Ca. 91605 
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*1,000,000 CLOSEOUT 


All Motorcycles and Parts 
Will Be Solid Well Below Dealer Cost! 


The Cooper and Tyran . . . dirt bikes and enduros (street). HURRY! Only 300 units ieft! While they last. Factory fresh in 
crates. The motorcyclists dream come true! These bikes are the finest precision made, high performance machines made. 
The components are world famous, using the best parts available. Check the brand names* in this ad. 


These bikes are not discontinued, but are still being manufactured and distributed. 


No. 1 in handling, with proven frame geometry and low 
center of gravity. Forward mounted rear shocks enable 
rider to command exact perfect handling. Broad power 
band, lots more torque even at low R.P.M. 


SPECIFICATIONS | 

e Englne-single cylinder by Islo* 

e Bore and Stroke-70mm x 64mm 

@ Horsepower-(SAE) 30hp at 7000rpm 
tested on Webco's* dynomometer 
transmission-five speeds with even 
spaced gears made of 8620 steel 

e Carb by Mikuni* 

e Weight-225 Ibs. 

e Tires-4 ply by Bridestone* 

e 30hp, 250cc engine 

e 28 SAE brake hp to rear wheel 

e 4130 tube frame of chrome moly 

1e Front Forks-7" travel by Betor* 

e Forward mounted rear shocks 
by Boge* 


VERSATILITY! 

a 
The 125 or 250 motocrossers can be many things, depending on your needs. It can be 
used as a trail bike or as a motocrosser or both. Or, you can add lights for the street use. 


TYRAN-125 MX 


Ready to race at 180 Ibs. Extra long 
wheelbase. Featherweight tubular frame by 
award winning Wassal*. All aircraft alloy 
including gas tank and fenders. 


SPECIFICATIONS Liquidation 
e Engine type-alr cooled two stroke, single Price 


cylinder by Sachs* 
€ Bore and stroke 54mm x 54mm $ 
€ DIsplacement-122cc 


e Compression ratlo-12.1 
9 Carburetor by Bing* 1 
€ Transmisslon-six speeds (4.60 to 1.24) Retail 
€ Ground clearance-8.5 Inches $1043 
e Alloy-gas tank and fenders 

e Zinc Cadmium plated nuts &bolts 


e Lyloc nuts throughout 
e 187 Ibs e Tubular 531 frame by Reynolds* 


e Conical hubs € Low level tuned exhaust with specially 


designed expansion chamber 


COOPER 
ENDURO 250 CC* 

Retail $1270.00 

«S. MX 250 CC 

we Retail $1250.00 
TYRAN MX 400 CC 

Retail $1590.00 


LIQUIDATION $ 
PRICE 
: *$50 More 


for Enduro Model 


e Tires-4 ply by Dunlop* 

e Rear shocks by Girling* 

e Front forks by Ceriani* 

e Alloy steering head fitted with tapered 
roller bearings by Timken * 


e» SUPER SALE OF $170,000 COOPER and TYRAN PARTS 


INVENTORY... 


EVERYTHING MUST 
GO AT 2 PRICE! 


(WRITE IN ORDERS ONLY) 


Name 


WAREHOUSE STORE 


3258 MINNEHAHA AVE. SO. 


MPLS., MN., 55406 
FULLY GUARANTEED. 


Call Collect for Additional Info. 
612-721-1714 or 721-4210. 


C.0.M.B. CO. OFFERING Authorized Liquidators 
of Bankrupt Stock Manufacturers’ Overproduction 


Address 
City 


Phone 


C.O.M.B. Co. 3258 Minnehaha Ave. So., Mpls, MN 55406 


PLEASE SHIP: C] TYRAN 125MX L] TYRAN 400 MX 
F.0.B. Mpls. L] COOPER mx 250 L] COOPER 250 ENDURO 


State 


Area Code 


Cashier's check, money order, or certified check 
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BLACK BEAUTY 4 INTO 1 





For your four stroke we have 
your exhaust needs Honda 


500-750 Kawasaki 900 Triumph 
TwinTrident and the new Goldwing 


Honda 1000 


LOW BUCK 


REPLACEMENT 


MUFFLERS 





SIAMESE SLIP ONS 


HONDA, KAWASAKI 


THE JARDINE STANDARD 
1YEARGUARANTEE f 
MATERIAL & WORKMANSHIP 


See your nearest Jardine dealer 


ardine 


HEADERS 


| 7142 Belgrave 


Garden Grove, Ca. 92641 


CIRCLE NO. 53 ON READER SERVICE PAGE. 


Pa (714) 893-7594 
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900 Z-1 COMPETITION KAWASAKI 





SECRET Continued from page 38 


and-over expansion chamber. To meet 
the AMA sound regulations the RC bikes 
have token glass-packed silencers. 

Engine bearings are all standard caged 
roller and needle assemblies, and re- 
placement bearings come from Honda’s 
OEM stocks. Straight-cut primary gears 
drive the clutch which is supposed to be 
a standard 250 Elsinore unit. The special 
close-ratio transmissions are comprised 
of hand-tooled gears. 

The wheel hubs and brake backing 
plates are cast-magnesium pieces which 
carry special non-fade shoes and linings. 
Gold anodized D.I.D. rims lace up with 
Honda spokes, and naturally tires vary 
with the track conditions. 

Ignition units are standard Kokusan- 
Denki items. But, like tires, gearing and 
carburetion, different set-ups compen- 
sate for varying conditions. Three differ- 
ent-weight flywheel rotors can be used 
to control wheelspin and the rate of en- 
gine acceleration. 

Like the RC 125 and RC 250 works 
bikes, the 400s come with two matching 
cylinders—one with a chrome bore and 
the other with an iron liner. Early testing 
with the RCs revealed the chrome-bore 
cylinders delivered more consistent per- 
formance during 40-minute motos. 
Though they dissipated heat quicker than 
their iron-liner counterparts, the chromed 
cylinders proved unacceptable for racing. 

Any foreign object sucked into the en- 
gine would trash the cylinders by peeling 
the chrome off the aluminum casting. A 
broken ring would instantly destroy the 
chrome bore. But the most serious prob- 
lems were chrome-bore seizures when 
the bikes were pressed to their maximum. 
The seizures were eventually identified as 
clearance problems. 

According to Honda, the narrow pis- 
ton-to-cylinder clearances traced backed 
to test procedures. Conditions varied 
widely between the factory racing depart- 
ment and the American motocross envi- 
ronment. The factory did all engine testing 
and development on the dynomometer; 
a quick field check finalized designs. 
(Conversely, Honda spokesmen insist that 
no RC engine has ever been placed on 
a dynomometer at American Honda; that’s 
an almost unbelievable situation.) 

Moreover, the factory ran the engines 
on Shell SM castor (vegetable) oil while 
the RCs were raced on Bel-Ray syn- 
thetic—different oils mixed with different 
gasolines at different ratios. 

Factory testing, under controlled con- 
ditions certainly was less severe than the 





punishment of stateside racing. For a time 
the Japanese factory technicians couldn't 
figure out how the American team was 
destroying the engines. And American 
Honda's "alley testing" and racing was 
not backed by dyno checking which could 
have solved the clearance problems. 
Consequently, the chrome-bore cylinders 
were set aside by the American team, and 
the factory now uses Bel-Ray oil for their 
development work. 

Karsmaker's biggest single problem 
was the 400s suspension. Initially the 
Japanese balked at changing suspension 
units. Showa, like Keihin, is also a manu- 
facturing subsidiary of Honda Motor 
Company. Pierre's complete frustration 
with the Showa suspension units drove 
him to an unusual step. Although Honda 
resisted any change and although he 
rarely uses non-factory products without 
contract agreements, Karsmaker turned 
to S&W after destroying Bilsteins, Konis, 
and Boges as well as Showas. 

S&W first gave Karsmaker some special 
aluminum-bodied, large diameter shocks 
to replace the air/oil (springless) Showas. 
The S&Ws were non-pressurized air/oil 
dampers with 100ppi springs. 

The first S&W units lasted longer than 
other shocks but still faded 30 minutes 
into a moto. The damping was reduced 
slightly and 117 ppi springs were installed. 
These changes produced dampers which 
would finish a complete 45 minute moto, 
but the same units would fade in the 
following moto. S&W developed another 
anti-foam oil which delayed but did not 
stop the fading. Then Karsmaker tested 
more than 20 different valve designs. At 
last a freon gas cell was inserted in the 
damper to isolate the oil from air. 

Perfecting the rear suspension uncov- 
ered the weaknesses of the Showa air/ 
oil (springless) fork. The stock pres- 
surized fork was less than dependable: 
bad seals caused air leaks, and peeling 
chromeplate would puncture sealing sur- 
faces. Again S&W came to the rescue. 
The Showa units were reconstructed 
without the air-pressure spring and 
damping functions. S&W installed a pair 
of 25ppi springs and special oil-damper 
kits. Like the shocks, the S&W-modified 
fork worked perfectly. 

Honda's chance of winning the national 
open class championship was severely 
damaged early in the season. Karsmaker 
crashed at Carlsbad when an experi- 
mental non-factory swing arm broke; he 
sustained a broken leg which sidelined 
him during a number of AMA points races. 
Although the AMA open class champi- 
onship remains undecided, Pierre be- 
lieves a trouble-free season would give 
him the 500 crown. 

Honda has spent three long years rac- 
ing the RC 360, 400(s) and 450. After a 
half-dozen riders, four engine swaps, nu- 
merous chassis changes and suspension 
problems, major personnel changes and 
rider injuries, Honda is close to the AMA 
Open title—so close that an eventual tri- 
umph now seems inevitable. 

And when victory at last comes, no one 
at Honda will make a secret of that. © 
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JON R Continued from page 34 


demands of different circuits. And high 
and low handlebars to go with the thick 
and thin seats. 

We aren't at liberty to describe the 
induction system differences, but Jon R. 
says that the crankcase control reeds 
were much more influential on the bike's 
original flattish torque curve than to the 
present road racer-type power. The ma- 
chines as received from the factory had 
engines very well suited to rough, slip- 
pery tracks. As Marty Smith developed 
last year, it became evident that he 
needed more sheer speed to cope with 
our relatively smooth, fast courses. R&D 
was swamped at the time and it was up 
to the mechanics to make the necessary 
changes. lronically, it was a little book 
written by Cycle's own Gordon Jennings 
(Two-Stroke Tuner's Handbook) that pro- 
vided Jon R. with the key to the changes 
he wanted. All the engines' time-area 
values fitted the classic formulas for a 
flexible and high-revving engine but the 
RC's inlet size. Removing the 29mm RC 
carburetors and installing 34mm Mikunis 
initiated a line of development that was 
completed with a corresponding exhaust 
system made by Don Emler at Flying Ma- 
chine Factory in Harbor City, California. 

With the engine working the way they 
thought it should, attention was directed 
to a chronic rear suspension hammering 
that Smith complained about. The Girling 
gas shocks they still use were chosen 
during a week of testing last fall. 

As Jon R. talks, he only hesitates when 
asked non-technical questions. Opinions 
and personal matters are the things that 
require reflection. In the same vein, the 
only things he seemed concerned about 
all week were the supply of ice water he 
consumes all day, a source of clean shop 
towels, and the location of a prop- 
erly-equipped 25€ car wash to clean the 
bikes after the race on Sunday. 

Saturday morning: time to have the 
bikes inspected and sealed at the mall 
of a nearby shopping center. Then the 
riders begin arriving and check in to 
reassure themselves that the machines 
were in the expected perfect order. The 
tempo picked up as the almost-electric 
nervous energy of the riders infected all 
those around. The riders' eyes scoured 
the machines at a glance and Marty Smith 
remarked on the only different thing he 
sees from a hundred such times: there 
is paint flaking from the spoke flange of 
the rear hub. There is some more trivial 
and slightly nervous conversation be- 
tween rider and tuner. There is obvious 
mutual respect, but absolutely no expres- 
sion of warmth. It is business-time. 

Later, Jon R. talks in quickening bursts 
of the racers and the probable course of 
tomorrow's events. 

“Those kids make me nuts (Smith and 
Croft). The first thing they do is climb up 
in the truck cab and put on Turner's rock 
tapes and turn the volume wide open. 
Everything they do is wide open. | don't 
see how they can think. Maybe they don't. 

"Marty rides harder and faster than 
OCTOBER 1975 


Karsmakers. He rides the corners much 
faster. He goes in harder and brakes 
harder. For Marty, tomorrow is only a 
possibility. For Pierre, motocross is a 
business and he treats it with a busi- 
nessman's rules. That includes not stick- 
ing his neck out when it's not likely to 
give him an equivalent return on his in- 
vestment. 

"But Pierre is the strongest man I’ve 
ever met. He relies on sheer strength and 
stamina. Marty can beat him on the 
smaller bikes for a while, but Pierre is the 
only one strong enough for long enough 
to do the job on one of the 500s so far. 
And he's the best development rider in 
the business. His recommendations bring 
about improvements. He can break any- 
thing." 

Roy Turner tosses in a condensed 
evaluation: ‘‘Ain’t nothin’ Pierre ain't 
hard on, least of all himself. But he does 
get things done." 

Jon R. continues to reflect. 

""Marty's just a baby yet. If he can sus- 
tain his drive, he'll be a World Champion 
in a couple of years. He's already incredi- 
ble. These GP bikes are so highly tuned 
and uncompromised that a lesser rider 
couldn't cope with them. The power band 
is extremely narrow; it's horrible on a 
muddy track. And the suspension is very 
‘sensitive to change. Once | mistakenly put 
a four-ply tire on the rear and Marty could 
hardly get around. He thought something 
was broken. And the weight difference 


is only three pounds. The best tire to use 
is the lightest one that will give acceptable 
traction for a full 45-minute moto. A heavy 
tire will make a good shock go bad,” Jon 
R. intones in a put-on broken-heart par- 
ody of a truck-stop ballad. 

On Sunday morning, the pre-honed and 
oiled and programmed combination is at 
the track when the gate opens at 8:30. 
Nothing goes wrong with the team, but 
fumbles on the part of the promoting club 
delay the start of practice until 11:20. 
Smith waits until practice is about half 
over and the mud holes are drying before 
he even starts the bike. He goes out and 
rides hard for ten minutes, then comes 
in and asks Jon R. to put the low seat 
and bars back on. He tries that combina- 
tion for a few more laps and then parks 
the bike until the first of the two 45-minute 
motos he will have to endure. 

All Jon R. will say at the race is: “I get 
very nervous. Sometimes | wake up Sun- 
day morning and wish | was a librarian 
or something." 

Things go like clockwork. Marty Smith 
completely dominates both. motos from 
start to finish and Jon R. orchestrates the 
whole thing with his signal board. Then 
Marty has to drag Jon R. to the base of 
the presentation stand, but he absolutely 
cannot coax him up to share the glory. 
Jon R. grins sheepishly a lot and then 
loads up the now-filthy work of art for a 
re-enactment of the ritual again next 
week. © 


You can reach your goal 
with Minolta. 





* 


Exciting shots can pass you by on a moment's notice. A fast- 
handling Minolta SR-T will keep them from getting away. 

You're comfortable with a Minolta SR-T from the moment you pick 
it up. Because the viewfinder shows all the information needed for 
correct exposure and focusing, you never have to look away from 
your subject. So you're ready to catch that once-in-a-lifetime photo. 

And when subjects call for a different perspective, Minolta SR-T 
cameras accept a system of interchangeable lenses, from "fisheye" 


wide angle to super-telephoto. 


If your goal is good photography, a Minolta SR-T can help you reach 


it. For more informa- 
tion, see your photo 
dealer or write Minolta 
Corp., 101 Williams Dr., 
Ramsey, N.J. 07446. In 
Canada: Anglophoto 
Lid’, P:Q: 


Minolta SR-T 


More camera for your money. 
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QAFE RACERS! 


PICTURE YOURSELF ON THE 
ULTIMATE OF CAFE RACERS 
DESIGNED AND ENGINEERED BY 
THE LEADER — RACER 1. 


THE RACER 1 CAFE KIT 
A CAFE KIT COMPLETE WITH ALL 
THE ITEMS: 


FAIRING 

FENDER 

SEAT & TANK 
CLUBMAN BARS 
REAR SETS 
BAR-END MIRROR 


AVAILABLE FOR ALL POPULAR 
MODELS. 
“B” KIT SHOWN WITH THE 
RACER 114 FAIRING FOR 
= $420.00 


SEE IT ALL IN THE NEW 
CAFE RACER CATALOG. 


SEND $18 00'FOR NEW CATALOG 


DICK'S CYCLE WEST 






304 Agostino Road 
San Gabriel. cá. 91776 (213) 287-9656 
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Freedom Industries * 13930 Stansbury * Detroit, Michigan 48227 e (313) 2: 
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KAWASAKI 175 Continued from page 48 


power will recommend the bike to the 
novice rider. Beginners will also appreci- 
ate the tough clutch which can withstand 
sustained abuse. The gearbox snicks up 
and down its range without a trace of 
roughness, and this easy gear-changing 
will help the new dirt rider who doesn’t 
want his concentration broken by a 
sticky-shifting transmission. The standard 
gearing will meet most trail riding situa- 
tions although mountain riding will proba- 
bly require a smaller countershaft 
sprocket. 

The chassis did not work nearly as well 
as the engine. Thanks to the bike’s low- 
ness, small riders fit the KD 175 well, but 
at the same time the KD’s low elevation 
has drawbacks. When the suspension 
compresses, the footpegs, located dan- 
gerously close to the ground, put the 
rider’s feet into small rocks, stumps and 
low bushes. And heavy riders can literally 
bend the footpegs down by riding in a 
standing position. 

The steering head holds the fork at a 
radical 31-degree angle—two to three 
degrees more than most motocrossers. 
This leaves the steering vague and the 
front tire has little apparent grip in the 
dirt. All turns must be approached delib- 
erately, and quick turns and sharp 
corners wash the front end out. 

The suspension is marginal for moder- 
ate trail riding. The short-travel fork and 
shocks, now out-of-date measured 


125 GP MX Continued from page 28 


eleventh place, with a broken exhaust 
pipe to show for his passing effort. 

Yamaha's Yoshifumo Sugio moved up 
to fill third place, holding off his Japanese 
rival, Suzuki-mounted Akira Watanabe. 
Both riders displayed precise, consistent 
(and similar) racing lines. Jimmy Ellis and 
his Can-Am, however, was steadily over- 
hauling the Japanese duo; after recover- 
ing from a poor start, he ran the Can-Am 
up to fifth. Time ran out, however, for Ellis; 
as he came within striking range, Marty 
Smith flashed across the finish line, 
freezing Ellis in fifth. 

Smith's win set off a wild, cheering 
tumult. The American's first moto victory 
overshadowed DeRoover’s unerring sec- 
ond-place ride. Yamaha’s Sugio, Suzuki's 
Watanabe, and Can-Am's Ellis com- 
pleted the first five. Sixth place went to 
Dan Turner, followed home by Tim Hart, 
whose forty-minute charge had carried 
him from 26th to seventh. 

Between motos, the Suzuki mechanics 
hurriedly replaced the front end of Ra- 
hier's bike. Gaston, obviously annoyed 
and somewhat depressed, walked around 
the pits with hands stuck to his hips. By 
contrast, Marty Smith sat quietly, trying 
to lower his body temperature while his 
tuner, John Rosenstiel, calmly and delib- 
erately serviced the red Honda. 

The start of moto two was an instant 
replay of the first; Smith bolted into the 
lead and disappeared. Honda-powered 





against current designs, cannot deal with 
rough surfaces comfortably. In practically 
no time the shock dampers get soggy, 
letting the back end pitch and bounce 
uncontrollably. Even small bumps force 
the fork and shocks to their travel limits. 

The KD 175 has ironically become a 
highly specialized motorcycle, filling a 
very narrow slot in the market, simply 
because it is such a basic stripper-bike. 
The bike isn't specialized in the sense that 
it performs a narrow set of tasks exceed- 
ingly well. The 175 Kawasaki is special- 
ized only in the sense that its appeal is 
extraordinarily limited. It’s not an enduro 
bike: the KD 175 lacks the ISDT light, 
speedometer, skid plate, and sufficient 
gas capacity. It's nota street bike: without 
any road-going equipment whatever, leg- 
islation bars the KD 175 from the street. 
It’s not a desert or cross-country bike 
either: the suspension makes the KD un- 
acceptable to hard-riding enthusiasts. 

Certainly the KD 175 will work for 
Slow-poke trail riders, off-road beginners, 
and casual riders who enjoy a laid-back 
pace. The bike excels in no particular 
phase of off-road motorcycling, and that 
fact, after all, contradicts the whole ratio- 
nale behind specialization. So the KD 175 
is merely a limited-purpose play bike in 
search of a market which can't be 
touched by legislative requirements. 

In the case of the KD 175, Kawasaki 
began by trying to do more with less. But 
they only succeeded in doing less with 
less. e 


Tommy Crofts jumped into second, with 
Yoshifumo Sugio pressing hard in third. 
Gaston Rahier lasted three laps before 
he fell off again, and with no hope of 
catching Smith, he retired and registered 
his first DNF of the season. 

Jimmy Ellis was having far better luck. 
He passed Dan Turner to take over fourth 
spot. While Ellis lapped in fourth, his new 
Can-Am team mate, Charlie Lott was far- 
ther back, riding on the absolute limit. 
Sailing off a long jump, Lott got out of 
shape and crash-landed in a spectacular 
endo. Charlie survived the dirt-and-metal 
melee, breaking only a collar bone. As 
the second moto closed, Sugio passed 
into second, with Ellis right behind him. 
DeRoover, handicapped by a slow start, 
pushed through to fourth, and Churvy did 
a masterful job moving from 18th spot to 
fifth. The heavy-duty competition eventu- 
ally bumped Crofts to eighth. 

At the finish, unthreatened Marty Smith 
breezed past the checkered flag, un- 
touched by the struggles behind him and 
unscathed by the hard Ohio scrambles 
track. Smith allowed that the Europeans 
were ‘‘fast, really fast, but | guess | had 
a good day, and | really wanted to win." 
In a single stroke, Smith moved to ninth 
place overall in the point standings for 
the 125cc World Championship. 

His spectacular showing in an interna- 
tional field led directly to the next ques- 
tion. Want to race in Europe? 

Grinning, Smith shot back a bullet pepe 


"Sure!" 
cie 


The First American to sail 
into the oceans of space 
was d Navy man. 


C 





5 May 1961. 
3...2...1..."we have a lift off 

And America had its first man in space, 
Commander Alan B. Shepard, Jr., USN. 

In 1962, the first three Americans to orbit the 
earth were also naval aviators: Lt. Colonel J.H. 
Glenn, USMC; Lt. Commander M.S. Carpenter, 
USN; and Commander W. M. Schirra, USN. 

When these men joined the Navy, they saw 
the world all right. From outer space! 

And they are buta few of the many Navy men 
we are proud to salute as the United States cele- 
brates its Bicentennial; Navy men who helped 
shape our country's growth into a world power. 

If you'd like to Know how you can help carry 
on this fine tradition, we'd like you to know all 
about the careers and opportunities that await 
you in the United States Navy. Just send us the 
coupon below, see your Navy recruiter, or call 
toll free 800-841-8000 (in Georgia, 800-342-5855). 

If you make it into the Navy, you might just 
make it into the history books too. 


Build your future on a proud tradition. 


Capt. H. C. Atwood, Jr., U.S. Nav P030 
NAVY OPPORTUNITY INFORMATION CENTER 

P.O. Box 2000 

Pelham Manor, NY. 10803 


YES. I'd like to build my future on a proud tradition! Please tell me more 
about the opportunities awaiting me in today's Navy. (G) 


< 
| | 
| | 
| | 
| | 
| Name | 
| | 
| | 
| 
| S] 





(please print) 
Address. 





City. State Zip mie tor d 


Date of Birth Phone. 
month/daoy/year area code/number 
Years of Education. 




















CEC presents: 


quality hand-laid fiberglass parts. 


White or black / smoke or clear windscreen 
—now direct from the designers & manu- 
facturers. Other parts available such as 
rearsets, clip-ons, etc. CATALOG — $1 


CEC 


CYCLE ENGINEERING CORPORATION 


1100 SOUTH MATEO 
LOS ANGELES, CALIFORNIA 90021 


213 / 627-5378 


Send 25% deposit. Fast COD service in 


all continental states. Inquiries invited. 
CIRCLE NO. 47 ON READER SERVICE PAGE. 
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LETTERS Continued from page 6 


caliper retaining bolt. With the shocks 
swung to the rear you may raise the wheel 
assembly enough to withdraw the axle, 
as it will clear the mufflers. Sometimes 
a block of wood under the wheel will make 
things less of a strain on your left arm, 
but it is quite feasible to remove the wheel 
without it. Incidentally, you might make 
note that on some of the earlier GL’s the 
splines of the drive shaft came with a light 
coating of grease, and we have been 
instructed to take off the rear differential 
and pack the cavity with two ounces of 
heavyweight grease. This is usually done 
before the bike is delivered though, so 
yọur readers’ bikes will probably have had 
this done. 

Steve Thomason 

Lewiston, Maine 


Just finished your magazine issue of 
August. | see where H-D failed again 
(Eight for the Open Road). 

In 1941 | bought a 41 H-D 1,000cc (61 
cubic inches). | could have bought an 
Indian, Vincent, Ariel, and such. At that 
time, they were also rated above H-D. The 
point in question being where are the 
others now? Honda hit this country in 
1963 with large sales but how many 1963 
Hondas are still around? Heck of a lot of 
1963 H-D 74s are around. | average 
30,000 miles per ring and valve job and 
80,000 on lower end. Trip meters are 
cheap though and I’ve never had a 
speedometer last 100,000 miles. Now that 
I'm retired | expect to make the 400,000 
mile move on this 41 EL. As of today I 
have 346,782.6 miles on this H-D. In the 
long run H-D wins out. 

Rev. K.D. Messings 
Walla Walla, Washington 


I cannot help but comment on your very 
unfair and biasedtouring bike comparison 
in the August issue. 

In your summary it is obvious that you 
felt the Harley-Davidson FLH was a thorn 
in a rose garden, but it is indeed a petunia 
in an onion patch. 

Ben A. Shoemaker 
Sioux City, lowa 


| own a '72 Norton Combat with various 
touring accessories such as the front disc 
brake and six-gallon gas tank. Therefore, 
the touring bike comparison in your Au- 
gust issue was read with interest. Al- 
though my 65 hp 750 is not identical to 
the 850 Interstate tested in the article, | 
enthusiastically examined the test results 
to see how "my" bike compares with 
other, top of the line, touring bikes. Well, 
as everyone knows, you ranked the Inter- 
state 6th of 8. And | can't help thinking 
that l'd be a fool if | were unwilling to 
trade my Combat for a brand new Inter- 
state. After all, things are starting to loos- 
en up a bit on my bike. It doesn't shift 
as smoothly as it once did, the clutch is 
a little sticky and the front forks are start- 
ing to leak oil past their seals. 

But when | kick over that outdated ver- 

(Continued on page 111) 





The Bilstein Nitrogen Pressure Gas 
Motorcycle Shock Absorbers, pre- 
viously seen only on factory works 
bikes are now available to dealers! 
Utilizing a 36mm high capacity oil 
chamber and pressurized nitrogen 
gas, Bilstein Shocks provide constant 
dampening action regardless of high 
temperatures or severe shock loads. 


These durable motorcycle shocks are 
standard with a Heim joint. De- 
signed especially for cantilever and 
forward mounted suspension set- 
ups. 


Used with a pair of Ken Ross Super 
Motorcycle Shock Springs, Bilstein 
Nitrogen Gas Pressure Shocks offer 
the kind of ‘‘tuneable”’ 
suspension your custom- 
ers are looking for. 
Bilstein Shocks and 

Ken Ross Super 
Motorcycle Shock 
Springs are avail- 

able through 
International 

Cycle House, 

exclusive dis- 

tributor for 

the motor- é 

cycle indus- Z 

try in the 

U.S. for 

Bilstein. 


Some 

of the 

quality 

products 

from Inter- 

national Cycle 
House . . . 


9 Ken Ross Super 
Shock Springs 


9 Spring Installers 


* | eak proof Fork Seals 


I.C.H. the exclusive 
motorcycle distributor 

for Bilstein Nitrogen Gas 
Pressure Shocks - You can be 
the exclusive distributor of 
LC.H. quality products 

in '*your" area. 





4 Our 24 hr. phone no. 
aN (714) 558-9543 









‘ell O Yes! i'm inter- 
™ ested in Internation- 
al Cycle House's exclusive distributor- 











ship in area. Send me com- 
plete details. 

Dealer 

Address 

City 

State eZ I10 

Signature 





INTERNATIONAL CYCLE HOUSE 
1708 S. Lyon St. 
Santa Ana, CA 92705 


CYCLE 










In an age of quick assembly and mass production, 
the Triumph stands out as a stubborn hold-over 
from another age. Y 



























Y 


Take the Triumph crank, for example. It’s not "2 RR 
merely assembled and pressed together from 
individual parts that could shift under stress. It’s 
machined from a solid piece of steel by a skilled 
craftsman who most likely grew up with Triumph. ^^ 


It takes longer this way. It's more costly. But it's 
worth it, as proven by statements such as this one 
from Cycle Magazine, July 75, which includes, 

a report of "... absolutely no crankshaft failures-ip... 
the years the engine has been available? And this ` 
includes the now 6-year string of consecutive 
victories at the famed Isle of Man TT. 


Yes, for over 73 years, Triumphs have been very 
slow getting built. And that’s why you should 
move to Triumph only when you are ready to live 
S with a machine a long, long time. 


Triumph features — electric starting, Norton 
Triumph/Lockheed disc brakes front and rear, 
dual gear-driven camshafts, triple Amal 27mm 
concentric carburetors, separate engine 
and gearbox lubrication, close-ratio 5-speed 
transmission, single dry-plate diaphragm clutch, 
adjustable tapered roller steering head bearings, 
double-damped forks, Girling rear shocks, 

4% or 5%-gallon gas tanks. 


aTriumph takes along time 
to build. But then 
stays built a long time. 











HW - 


\ 
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dai N \\ 
| Norton Triumph Corporation, 2765 E. Huntington Dr., Duarte, Cal. 91010. Phone (213) 359-3221. Member Motorcycle Industry Council 
CIRCLE NO. 27 ON READER SERVICE PAGE. 

















